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No subject in the vast and varied effortof air defense reveals 
,I 

the truly national character af that effort than dues identifica- 

It is the purpose of the present study to depict the magnitude 

task of identifying air traffic in peace and in war by tracing 

the evolution of the problem ti its historical manifestatiuns. NO attempt 

has been made to present value judsents on the merits of any proposal 

or to draw conclusions whfch have not been supported by official docu- 

mentation. The objective has been to gather the record together into 

EUl hiStOriCa lXWmtiVe* 

Though an attempt has been made to cover the salient points in 

the story of the identification effort, the author realizes full well 

the shortcomings of the present study in the coverage of that story. , 

Especially in the vital area of the continuous efforts which have been 

made to extend the system and improve its operation is this study de- 

ficient I It is hoped that this deficiency will be remedied in future 

historicalstudies of this directorate, 

‘Ihe author owes a great debt to many persons in the Headquarters 

of the Air Defense Co-d for their unstinting help in answering 

questions and in providing documentation. In this respect, special 

acknowledgment is rrzade of the aid of Dr. Richard H, Jordan of the 

Office of Operations Analysis, Mr. Jack V* Tighe, CAA Liaison Officer 

at the Air Defense Command, and Captain Louis W, Ia SaUe of the 
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EL& Training. Perhaps the greatest debt 

all, however, is due to the historians of the ADC Air Defense 
Forces. 

%?u?ir penetrating amlyses of the Problems encountered by their cmmands 

SJI the identification effort, have provided the author tith splendid 

path through the complexit%es of the subject. 

of information which have been mde available 

g@des with which to chart a 

In spite of the my sources 

to bin by others, the author takes f'ull rqmnsibility for any errors in 

conception or in fact. 

Hg Air Defense Command 
Colorado S@ngs 
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Directorate 
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IDEPITIFICATION LN IKE&D Wm I? 

T&e $esond World W&P was a proving ground for m of the 

methods which were %e be used jen the post-war pars for the fdeati- 
1 

'~fi.eat3.on of prircrdt;, Insmedi.a%el.y af%er the Japanese attack m 

&ml Harbor9 two Air Defense Zomes wme es%abUshed a&mg the Atlan%fc 

qnd Pacific seaboa~da, sx%e~dimg 150 fafles fnla~d and 200 mil& ou% to 

sea 0 Wfthin them regjiomsB wheu-y%he actbe air defense effort8 during 

the war yeara wem concentrated, mstrfctions were fmpoaed on both .- 

eiv?Lllaeut~ ad tilmxry air tzxff"eao AID unnecessary air traffic wfth$.n 

the Iones was p~ohS.bited, MO civilian OP milf%aPy pilot was to fly 

far&w %han tern nn%Bes fmm h&s sta=x%tig point without filing a flfght 

p&m a% the nea.rss% Mkwma%ion Center where such information was . 

coordinated for air defense u8eo More restrictive conditkms were 6 

im~sed kn %he New Xo& = Wasking%on area@ which ua$~ desigrmted ~8 the ' 

Vital Air Defense &@a,@ evem though i% was pax% of the Ea&ern Defense 

Zonee Im -bhXa @w&31 Defense APea,@ aPI oW%l flyhg %rainimg and a32 

."b*aic miU.tary fifing tmtifng were absoltf%ely proh%bi%edo P&3 mom- 

essmtial &VU OP mi.lftar,y tmffie was Crowed, and derlP esmntial 

traffic wag required $0 file fUgh% plam a% the Infoma%ion C&mm, 

&n-i.ng aslar%s OP apip raGi wapnings9 aU flying other %hm that of a&r 

deforms in%wceptePra mm prohibi&edo 

of 19&, the eretive petiod in 
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I. 

Lransmit fnfosma%ion on secret fUgh%s over the 

while pilots of civil %raffic often veered from 

ccwses ti%hout infosnrlng the CA.& 

3 

coastal waters, 

their prescribed 

Congestion of 

example, %he New York 

elIeven thousand calls 

air traffic was another serious problame For 

InformaLion Center, in June 1943t received 

reporting aircraft; in fligh%, of which only 

sixty-five per cent could be identified by liaison officials0 The 

problem presen%ed fn %he Los Angeles area, where during the following 

month more than ll~,OCO training flights were reported, was even more 

seriousa 

Another technique used in the war years was identification by 

electronic m8anso Th8 British &lark II ?FF device wds adbpted by the 

United States Army SigzU Corps in August 19&l., md remained in us8 

un%il I$?& when it was supplanted by %he Ametican Mark III IFF, Most 

military aircraft performtig %heir functions in the tw coa@%al zones 

ore equipped wi%h either of these devices* Aircraft which were no% 

equipped with IFF were required to perform a prescribed maneuver when 

enteriag the land areas of the Unkted States from seamrvk However9 

IFF proved to be no great boon to Identification, The equipment 

indicated only that the a5rcraf-l; flashing %he signal was friendly, 

1% did not iden%ify the agency t0 wUch the aircraft belonged3 thusr 

making 5% difficul% to sapara%e i%s plot from the dense neighboring 

traffic. Furthermore, pflo%s mre often car818ss about the use of 

the equipment, A test performed in the Western Defense Zone in April 

19u -vealed that eighty per e8n% Of %he pilot8 failed ti use %heir 

IFF at a& 
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TH&REJVIVAL OF THE PFKE$EM 

I 

With the end of the war8 the air defenses of the country passed 

almost entirely out of ex&3tenced, Although an Air Defense Commd was - 

created by the War Depa&nent in the spri.ng of 1946, it was not until. 

1948 that a tangible measure of capability was provided to this organi- 

zation,s In this interim period only token resources were set aaide 

specifically for air defense, and the nationw& forced to relyup~n a 

latent potential in the form of augmentation forces which were to come 
1 

to the rescue after an initial enemy attack, Although ADC planned 

busily during this inteti period to provide an air defense for the 

future, the problem of identificatfon was not a pressing one compared 

to the critical need for more adequate radar and fighter resources. 

Furthermore, the "state of the arIP so far as identification was con- 

cerned, offered ADC little to plan with, except by the retival of those 

* There have been three Air Defense Commands. The first lasted 
from February 1940 to July 1941, and was pri~~%ly a study group assigned 
to the First Army, Its most iqxrtant contribution to a5.r defense was 
to study the Battle of Britain, and to prepare the first formulation of 
air defense doctri.ne, 
abolished i.n Jay I$?!&, 

The second ADC was created in March 1946 and was 
For SOZIM time before its abolition, however, 

this second ADC served as an operational headquatiers under the Contin- 
ental Air Command, from December 1948 to July 1950, The third ADC was 
created in January L9f;l and is sti2.l in existence, 
planning three organizations, 

In air defenm 
charged with the air defense mission, 

present un unbroken conbinuSty in carqMg out that function. They arez. 
m (~9l&-48)~ Co&inental Air Co=d (ConAC) (E948+0); end ADC 
(195~-). This paper attem-pts to present the story of the development 
of a functLon performed under each of these commands in sequence. 
reader is cautioned to bear the command sequence in mind, 

The 

~~A~~~~! ED 
5 
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UNCLASSIFIED 

te&&ps wed ~0 recently in World War II, Practically no measuX'es ~82”~ 

ime&atev con$an.p~ated which went beyond those mloyed in the late war, 

D~&W 15&!&j, the attitude of lethargy which had c~~cterfzed 

air defense activities in the preceding two years changed to one of 

feverish haste* In the spring of 1948 national anxiety over the 

worsening relations with the USSR reached the point where it was 

decided by Headquarters USAF to begin a piecemeal implementation of 

an active air defense once again. Radar equipment was removed from 

storage and deployed in the Pacific Northwest area near Seattle and 
2 

HllRfOrd, A fighter group of day-type interceptors belonging to the 

Strategic Air Command was dispatched there to help the token AC&W 

system. The sudden decision to implement a local air defense system 

in the Northwest, however, caught both USAF and ADC unprepared in 

the matter of identification, No arrangements had been made with 

flight agencies such as the CAA and the Navy in that area to provide 

the air defense system with flight-plan ihfomnation, Thus, there 

were no means whereby friendly aircraft could be distinguished from - 
3 

hostiles, The inevitable result was that, from the standpoint of 

operational effectiveness, the emergency measures were an unmitigated 

fiasco, though valuable lessons were gained, 

The time was now obviously at hand for constructive thinking 

on the subject of reinstall%ng an identification procedure, without 

which other air&fen&e measures would be ineffective* ConsequerMy, 

ADC embarked on plating for air traffic control measures for both 

peacetime and for warttie conditions, 

Peacetime control of air traffic had to be reconstructed from 

scratc& The Information Centers of World War 
CLASSWE 

II were gone, as wa8 



the GQCe The radar net which was called into existence during,the 

Northwest maneuver of the spring of 1948 and retained there after the 

exercise =s over, was a pitifully small undertaking in relation to 

the job that had to be done there, and in consequence3 planning for 

fdenM.fication had to be adjusted to this small military potential, 

Soon after the M&thwsst maneuver, a similar radar network 

was established in the New York - Washington area, To provide these 

air defense systems with an identif&ation capability, arrangements 

were made with the CAA to provide both token radar nets with pre- 

plot data on aircraft approaching the United States from over-w&er 

areas0 Initial at$empts were also made to establish standard 

operating procedures fop the use of this information, On 30 June 

J&8, ADC published its first SOP on the subject of identificationb 
4 

The dilemma of the Command was expressed in this document as follows: 

The only known immediately available soluti.on to the identi- 
fication problem lies in the cumbersome but workable system 
wherein position and course information on all friendly 
aircraft fn flight is pre-plotted and compared visually with 
radar plots tha% appear on the operations boards q31 the air 
defense control centers and air direction centersaooa 
Reliance cannot be placed on electronic means of identifi- 
cation, such as Mark III equipment, as present equipment has 
been eomprotised and no intelligent enemy would overlook use 
of this equipment in executing an attack, Interim military 
use of Mark IIT IFP equipment till be continued as an aid in 
identification only until other practical means of electronic 
identification become available. 

Though Wmibersome@ p the pre-plot method was Wxkable", In 

any event there was no alternative. Procedures were spelled out for 

the operating units in the SOP, bu% ADC was not optimistic about the 

immediate ix@emen%a%iom 03 the new system of identification* For 
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on% thing, Ihe tm,rreilJaacs copsb5Uty of the ra& net ms not -8t iv 

eno,trgh to ruow the pm-pJ.otta of sll traffic in tk! highly-congested i 

Qu*9&8 of t&j NW 'lCork - WPll&ingt~ md Se&t143 - t'Ianf0rd district23. ^. 

Rim% Air F'or~e, for tmample, opemthg the radar net &II the New 33~rk 

wxk8, ~8 ad~$md to plot aaly 5nformtion r8latFng to over-wster 

flights beding Inland, uptotwohundredlldles to mmmi, "until 

mch t3.m aa you achieve reemM13.y effective s-umeillance fiver 

lsrndwea+w 
5 

On 2 Sq&mber 1%8, AE directed ita operating units to east 

k,n rwt;bon ths psxmcrbuma dascrlbed in the above-mationed SUP. At 

tfifa tfme, two %&iv@ ekr defense area8 mm detdgngtad by ADCt the 

seat%la - mrd ama, 8pd the New Xork - Wa8hingtm aream In thesQp i 

amwa, otiy flightrr MCh wee detected over the oceun were to be 

Mmtif~ad, ff the flights mm within the airspace ccnmmd by the 
6 

gXf,tMng radmh Idmtifkatian Fn other wea8 UWJ not to bs 

undertaken azd.?t further specific i.ns%rmc%iona from ADC were forth- 

cog. Under eatistiag procadur3s, all over-#r%er flights0 tilitzmy 

and citil &Uke, were to be platted by the CM in accordance with its 

mg41Slstiom gemming Inatnrmeat Flight Rules (IF'@ for such flights, 

This imforaaarUn was to be pemad b the air defenm aystm. The 

F'Lp-st Butxd Fbux%h Ah Fbrcts~~ which were to be rmqxmaible for impIn- 

memtimg the id=tificatioa plum, wwe authoriaed informal and tict 

fi&m tith *e regional CAA mthotities# but ADC indicabd t&t it 

would not km mfwm13ary %t this ttiw to rs~@rn a CAA liaimn 

x'q.mwm-~~@ to be wM.gmd for duty at the Air jDefSn88 Control 



Centers (ADCC)~ Planning on a higher level ti%h the CAA was to be 

accomplished by ADC Headquarters itself', 

Lest the Air Forces tisinterpret the extent of th&r authority, 

however, AN made it plain that, 
'B 

It mst be understood that this command has no authority at 
th5.s time to regulate OP otherwise control. air traffic (other 
than aircraft under QW command jur&xli.ctfon), It is Intended, 
however, to undertake a reasonable identification of aircraft 
in %imLted areas onl,y as this time so as to gain vahable 
operating expetienm3 in this direction, 

As a result of these directives of September 1.9i~8~ therefore, 

the first active identificatkon measures in the post-war period wem 

&&en& &I effect, though not legally, two identification ones 

extend5.ng as far as radar covemge to seaward and along the shores 

had been created in the Pacific Northwest, and i-n the New York - 

Washington area* These identification barriers9 however, were limited 

in that they served c&y to fdentLfy air traffic approarching the United 

States from the ocean@ 

The subsequent experience of the Fourth Air Force Pn the Seattle 

region, in implemen-tping AEVa direc%ives dur.l.ng the last three months 

of 1948, was not encouraang, Identification over the Wastington 

surveillance area was reported as only 21,1 per cent effectivee 
8 

It ~8s apparent that a new page in the history of Identifieatl.on was 

no% to be written so easily, 
. 

++ On 30 January 1,948, I?raaidential. Executive Order No, 9925 
had established prohibited areas over Hanford and Los Alamos, and was 
Later amended to include Oak Ridge, The air defense system was not 
operatSonaUy concerned with these prohibitions during %9&j and most 
of I.949 because the resources to effect fntemeptxion of violators 
Were ILacUg, 
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rtlm 434 %lF -tmm& aasatw3, abl@wcg*I(cil ia thu *c# am%8 -tfuti, it 

%m8 %ZaU In pl&lmulg nw coamti t% ba fkxkfurcd whlan #a rozarg 

ur atruuL Xn ApriX Win& 

ADZ’8 cmer, aw%%fisd tu l3wMkp%rturu tf3A.F 

w%t?h t;As aA %fimvfby Aa C%x1, I# 

tfm tith rppmprlrte h&l CM rqxwuntatlvea, prwpam mrlcable 

fkw the %r)-Dt\r-01 %f clvlr. air tnmc; Ia the 4fvmt or ua%ergemSr,@ 
9 

10 
YIlt b8aoF%b’bS, 

% tijA$rfi%~aPt %m, %a%! th%e it mu Rome the s>est ~tlculuu8 coo** ‘. 

rxbd th%t ‘tha CM, z 
cati9;tut co sslm (FIX)) thu fsh.laS of ?iamx 

mpz-4!uwmt%tlvt ts3 WSrL “jcd.nt;lg and 
u 

Qf Usup" %ntire 'paannF#g, 

%-!.a$ rpgolnt%d film p%*at lJ!iAF %gfBmcy to p%rtlciprts ^. 

_ . , 
wsmw tic ~~lut p~~~~ negQtl%tlu~ to ABC %x-d the CAA 
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their discussions. In the more sensitive areas of the assumption 

of authority by the Air Force in an emergency, and the status of CAA 

personnel under such authority, Headquarters USAF chose to retain 

control directly over the course of the negotiations with the 

Adtinissrator of CivLl Aeronauticsa* 

By July I.$!$3 negotiations between the CAA 'and AD2 had resxibad 
13 

in a "Plan for the Control of Ci.vil Air Traffic in an Emrgencg3 

The plan was to become effective automatically upon the declaration of 

a state of emergency by Qsmpe%enV governmental authority, or by the 

corwnission of an overt act against the secur3ky of the United States 

by a foreign power, As to the actual controlling agency which wou$d 
rlr 

put the emergency measures tits effect, the plan stated that, 

Sound principles of organization for emergency operations 
Cxiicate the need for vesting responsibility for the direction 
of the control of air traffic in that agency having prknary 
Lnterest, Under the current organizational structure of the 
armed forces and in consideration of assigned missions, the 
indicated agency is the Air Defense Commando 

However, emergency a&ions were not to be unilateral~ The 

actual orders to csntrof air traffic under these cond%tians were to be 

given by the CAL RThis procedure best assures fuI.3, utilization of the 

existing manpower9 facflit$es and experience level of the CAA 3.n 
15 

support of the air defense pragra of AIXL" Thus, the basis was 

laid for a partnership between the Akr Force and *he CAA in emergency 

control measures, 

* In initial talks, the CAA had expressed willingness to agree 
to the USAF proposal that the Batter assume control over the C&I fn an 
emergency arisinng before the legal aspects of the matter could be 
settled* 

Ul~C~~~SS~~i~ 



The problem of the areaa in uh&ch ensergencg controls were to be .i 
2. ll 

established was approached cautious~, The planweI&on to state that,/ 
‘i I 

Since the forces of ADC are mt yet cmnpletely organized for 
air defense activities, the establishment of liairron 

] 
1 

channels and procedures prescribed herein must be undertaken : 
progress5vel.y; As ADC control areas and centers are organise& ' 
appropriate action tiI.3. be taken by ADC to so infom the CAA x 
and request establishment of the necessary liaison and control 
activities. 

Further, AIX: was not to exclude within its control areas a1z 
17 

non-essenti.al air traff%c in its entirety. 

113)1= cmftrol areas, or deftied segments of these control areas 
my, when military necessity so dictates, be clasaLfied as 
Vrohibited~, nRestrictedn, or Tkmger~ area8 by respmmibh 
Al32 comanders, 

fn the &ohibited" area8 all categofias of civil air traffic 

were to be prohibited. In the 'OTCestrictedn amas, civil traffic ~88 

to be ltited to cer4Mn categories of aircraft. The Vanger~ areas 

wlsra e&Lsioned as scenes of extenlsive air defense actixities uhkh 

flights of civil aircraft wlere to avoid whenaver pop~sible. 

under nomal circumstances, directions for tke cantml of 

cixL1 air traffic mre to originate with the Commanding General of 

Ado or at a higher echelon of cm-de Instructions to accomplish 

tha desired controls would be passed by the ADC commander to the ADC 

contmllere* The controllers wcmld then issue, the necessary 

imdmctions to CM lisdmm offkera stationed at ADC control 

centers, who in turn wou&i inform the CM Air Route Traffic Control 
18 

Centers (ARTCVs). 

The joint draft pIan ~8s subraitted to Headquarters USAF in 
19 

October 1948 and sign& by the Chief of Staff in DecerBb8r* Itt 

U~CL~S~i~l~D 
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20 
was officially publ%shed on 1 April lS&L, During the discussions 

leading up to the formulation of the plan, the question of the oorrtrol 

of navigational aids had come up9 but it had been decided that a 

subsequent and parallel plan would deal with this question, For the 

time being it was assumed that in areas where civil air flights were 

permitted, of were in progress9 suitah.& navigationaX aids would remain 
29 

operative0 This question of navigational aids was to remain a p&me 

problem area in subsequent discussions on emergency controlse The 

reason fur the importance of the question, of course3 was that if 

navfgat%onal aids were permitted to reamin operational in an 

they would protide enemy aircraft with an excellent means of 

to their targets6 

SI.mu1taneousI.y with the ADC-CAA plan for the control of civil 

emergency, 

~homing" 

air traffic in an emergency, ADC embarked upon a plan for the control 

of military air traffic under the same eondi.tionsd On 20 October 1948, 
22 

a plan to this end WN submitted to Headquarters USAF for appr0va3~ 

ADC recognized full well. that 3x1 developing such a plan, and 

in requesting the authority to control flights of its sister commands . 

and other services9 ft was fn a delicate sftuationO 3'oreseeing the 

problems involved, ADC asked Readquarters USAF to see to it that khe 

Join% Chiefs of Staff issued a directive to all departments.of the 

Armed Forces and the Coast Guard to permit ADC to exercise the 
z3 

rewired controla While awaiting an answer from USAF, &DC reeog- 

nixed that the necessary high Level autharfty was contained in a 

document recently drafted tith the aid of ADC representatives~ This 

document us a proposed %?o%nt Doc%rines and Procedures for the Air 
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Defense of' the United StatesW designed to be i?mzed by the Joint t- ‘ i 
Chiefs, TMs draft supplied the statements which ADC deemed neeessW ,, 

a.l : 
to the raqtbementto control tilitary ati traffic* 

., 
,y r. 

Special pmtis%ms for mrtime control of non-combatant civil i 
and rrdlitary air traffic, in and approaching the United St&e% : 
are rec@Lred for the successful functiontig of the aircrafi ,: 
warning and control sy&m 

The %locurnsnt went on to state that the Commanding General 09 ! 

the Air Defense Comand was responsible for the formulation of the 

V'Ia&for the AEr Defense of the United State@, which in turn was to I 

contain therein "plans and procedures for the control of non-combatm% '1 
25 : 

mi1Um-y air tmffI.c fn wartime in the interests of air defermeow ; 

The plan which was mentioned herein was to involve the participatiosr .*I 
:-. 

of all three setices for the %@W&We btegration of all available : 

means into a common unified system for the air defense of the Utited 
26 

StatesbW 

Inasmuch as the joint doctrine, when issued by the JCS,wouId : 

contain the necessary authotity, ADC withdrew its request for a 

separate policy directive on the subject of emergency controls0 

Instead, ADC sent along with its proposal, a copy of the joint doctrbe 

to be included as an titegral part of the plan* The effect was not 

88 ADC anticipated, howevera The doctrinal statemnt upon which ADC 

depended was not approved by the JCSp although it remalned a state-t 

I of the posftion of the Air Force on the subject of air defense doctrbea ' 

Headquarters UskF cotid not approve of ADC*s plan other tti 
27 

in principlee The plan required the coordimtion and ccmurrence 02 

the GNU9 the Army Chid of Stiffs the Comandant of the Coast Guard, 

UNCLASSIFIED 
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the Conrmander of the MU.tary Air Transport Service (MATS), and the 

Conrmander of the Strategic Air Command (SAC)& To smooth the path 

for such concurrence, USAF believed that it would be advisable to 

obtain the benefit of a field test of the plan, Air defense exerceses 

which were scheduled to be held in the fall of 19&Y would provide such 

a test %nd probably lead to retis%ons of the plan, However3 win the 

event of an emergency prior to resubm5.ssionPn USAF noted, "this Head- 

quartess will take action to secure the necessary concurrence in 
28 

immediate implementation of the present ~l;tn,~ For the time being, 

therefore, ADC had to resign itself to the fact that more time wwld 

elapse before positive action eouI.d be taken on $ts proposal to control 

military air traffic in an emergency0 

*Yha,eal Ai2 Co-d (TAG), whose concurrence wad n0raaal13p 
have been sought also8 was not included among these agencies because 
it had been placed under CoaAC fn Deceniber l@& 
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The petid between the fall of 1948 and the outbreak of the 

tirean Ww b June l$@) witrwaed an acceleration of teqo in all 

mtters p-a-g ta the air defense of the I.Mted St&w. In the 

late months of 1948, WLF, 8d.ous over the delay of Ccargress in 

approvjgg p3ms for the constructiar of an elaborate ami widespread 

AC&% network, detemlned to move formsti on its om* Radar equipazmt 

which had been plmed in storage after the '~QLT ended waa now to be 

removed and deploy& II.R importmt defensive positions in selected 
1 

areas of the country. Thier temporaryradarpmgram, knoti 

%ashup@, mu3 to be snpplemted by whatever meager fighter resourc8s 

CmAC pomemed9 la order to create an active air defense capobiIityo 

The tirea8 Belected to receive the World War S=type radars 

~c~udsd the Seattle-Em&m3 area3 the New York-Washiqton area3 

the San Frtancisco-L6s Angeles areag and the Lo8 Atnrnos arm0 Tw 

of therm w%a81 it tiU be recelled, were alseadg provided with a token 

&ix defense system; in the l.attm two arms air defense systems wotid 

be e&bIi&led fw the fir& tins in the pmt-mw era0 

The deployment of the lkhup x~dblr~, forty-four in all, which 

3.ncluded those @~'~ted &U%XI~ the %amuver~ ti the N&&west and 

in the lkw Y~rk-~&hq$on etxercims which took place shortly them- 

irftesp begm =ru 3~ I%9 and eontim& thmmgh the first half of 



1950, By mid-1949 the Lashup defenses in the Northeast had progressed 

to the point where it was considered feasible to test the system in a 

large-scale exercisea In this test, known as Operation BLACKJACK, the 
2 

ties between the CAA and EADF were tested, Flight plan data was 

provided for IFR overwater flights & or near the defended area0 Two 

systems of transmitting flight plan data were eqloyed: in the area 

covered by the Boston ARTCC, data was passed directly to the radars 

selected to receive them; in the area covered by the New York ARTC&, 

P-s passed to the ADCC only, In the latter CAA installation, 

the data was plotted by ADC personnel and passed at the proper time to 

the radar statkons concerneds It was detemined that the Boston plan 

was the more satisfactory because it permitted direct eommnications 

between the ARTCC and the ADC radars0 It was also discovered during 

the exercise that a more simpl5fied set of procedures was needed for the 

smooth flow of information between the CAA and the air defense system, 

Another large-scale test was held in the EADF area between 10 

and 16 Septeniber 19&, called *ration WXK?UT, 
3 

The test differed 

from the previous one En that all IFB flights and military WR flighta 

emanating from any direction rather than only from seaward were 

reported. Th%s had the effect of overloading the eommmicatians 

circuits and overworking the personnel, but the system of sending 

flight plan data directly to the GCI stations which were selected to 

receive the data Proved to be soxmda Again, it was nzoted 

in conmunicatdons procedures was needed, 

In Novetier, the Northwestern air defense ne+mm-k 

its first large-scale test, 
4 

DRUMMERBOY, 

that training 

received 

Like the 
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t&P previous EADF h t 8 8, DRWY revealed the fact that the flighf 

plan co?ml-atfon m&hod, though ubrkable, was cumbersome In the words 

of the cmmnder of the 25th Air Mvisioq "In my opinion the single 

item rec@ring attt3ntion and emphasis at this time is the strengthentig 

of the processes for control and identification of aircraft3 
5 

AU. three exercises held in 1949, in spite of the ahortcomingti 

revealed in the handling of CAA flight plm information, proved the 

pmcticability of the procedwes in firce for d&sseminating such infor- 

mation* What was now called for was a firm set of procedural rules9 

and a concerted effort to reduce the delays and errors inthe handling 

of the data, By the end of 1949, also, the deployment of radars in the 

Los Alarms and Calefomia areas had progressed to the point where the 

introduction of CAA data service was feasible in those localities as 

well* To the major task of establishing a fizm procedural policy and 

extending active identifioatiomoperations tit0 the new areas0 ConAC 

md CAA set theruseXves* 

II 

In view of the fact that the major problem which imediately 

presented itself ~88 to introduce identification procedures for the 

tm new aPr defense areas0 a conference ws held between CAA and kzADF 
6 

representatives at BJ.rtlmd AjF'B in New Mexko in Janwwy19~0, As a 

pmult oftMs rnee%tig, Q timetable ~8s drawn up for the phas2ng-;tn of 

f'light plan se&ee to the WAllF units* For the Los Angeles and San 

Francisco areas3 it -8 decided to provide information only on inland- 

bound omxtnic traffic* AS to the Los Alamos area, a circle was set 

up of 12f$.~&les rd,lw3 cWm%ng on Albuquerque, and data was to be 



supplied by the CAA on air traffic entering the aone from any 

direction* In the case of the 25th Air M-vision area, which had 

hitherto been receiving data on tibound oeeani~ flights only9 

arhngements were made to provide service on fI.Ughts entering the 

stone of radar coverage in the area from any direction* Operations 

in all cases were to begin immediately on a part-time basis and grow 

to 24-hour operations by August 1950, depending on the readiness of 

the ditisions concerned0 Actually, however9 because of prsonnel 

difficulties experienced by the CAA, operations d%d not begin until 

late in March 3950, 

In the northeastern area of the United States9 which had 

received a considerable increase of Lashup facilities, the radar 

coverage was extended greatly0 Although it was considered at an 

earlystage of ConACas thinking on the subject to establish a seff- 

sufficient identification zone encompassing the entire akea of radar 

coverage, this plan was $0011 abandoned in view of the tremendous 

diffict&ties presented by the congestion of air traffic in the vast 

areas Rather, ConAC settled on the idea that it wou3.d be more feasible 

to extend the coastal barrier from Bangor, Maine, to Norfol& VirgSnia, 

and to identify all air flights heading inland from the sea, leaving 
7 

the vast interior of the EADF area a @free itight@ ~ior& Arrange- 

ments were made to obtain flight plan data from the Oceanic ARTCC*s in 

New York, Ushington and Boston for the extended coastal zone9 and to 
8 

build operations up to a twenty-four hour peak by July 1950, 

The failure of negotiations by NADF to get the CAA to protide 

flight plan data on air traffic approaching San F'r~anc~sco and L4s 
U~CL~~SSl~l~~ 
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Angeles from all directions, caused gram n&&ags b C&, 

from the sea 3.~ these areas was deemd to & less iapparct;snt th mt,&g 
-g :%j tion from the ncx?them and ekgtem approaches, 3% IMJ bllemd tic m 3 
+j. 

enemy attack muld be more likely from acre8 the Canad%an &tier w $j 
% z2 

from the Pacific area, and thrE3 open 
'i. 

*back CICMX~ tu Calff0rnti -a ob :;:- 
;,- 
F: with anx%etyo A vigorous protest to USAF by z;teutenan~ Gewwl F&&r cts $ 
-. L 

Whitehead, ConJWs commander, brought the x~plp that the CM cmbqb+&j, 
. :\ 

closing the whack doora eventually to airlAnes-tppe aircraf& I,+BR~ j 
9 1 i _- 2 

onl.ykUller afrcraft fkee to entere Actuallg, identif'icat%on oww w-2. 
-. 2 

bnd area b the tm California districts did not tak@ glsce until I#&?$ ' =; 
regul,atLons ereated fdentifica%ian zone8 there late %n 1950, It $a ,,.i- 

%,nterest%ng to note that9 althongh a similar %a& doe? mm &Jar isl 

the EXDF area9 TIC did not insist that it be &k.gsed ~s~~y~ 

Indeed, such a cowse of aoU.on was not practicable at $hat tilae, ~0 

lWi.tthe danger from the western and natihrsm spprwtehes to the 

area9 ConAC Was obliged to concentrate emntuslly xq3on a northens 

bovx&ary pe~5x1&8r zc$neb* 
. III 

I 
The que&&on of the mcrst effec?%im glethod of tradttfag aad 

utilizing flight plan info233.a*ion also caxw np fur int,gnaiw cu!lgl~** 

ation dup&ng the period of manding identiflm*iQn ~~t~~~~ ~.EI 19@ 

and moo 1% ~52.3. be rec&led that dmtig the B!BXWJ~~ Of @@P _ 

-,--A -1, --a&mm~+;~ wyg the NQfibm&, fB&%U&Rg %msradarrbCrrr 
@erl$sLI~ *3&&J-s’ -LILLWI w I -- - - - 

tar on A- 
* The EMIF problem wiU, be dSacussed in the c3hapt - * - r3--*< m e.n+.i ** Zfin&e, 



of flight plan data from the AR!KWs to the GCI stations and to the 

ADCWs, 1% uas the opinion of EADF that the transmission of data 

directly to the GCI stations from the AELTCC*s was the most efficient 

method. 

The question came up again early in 1950, In the 25th Air 

Division area during 1$&g the air defense system had been receltving 

information from the ARZ'CC in its control center by phone, During rush 

periods, thb proceckre bogged down. Colonel Clinton D, Vincent, the 

2$hgs commander, proposed that the CAA personnel who handled flight 

data be required to sit as liaison officials in the control cen%er of 

the division on a full-time basis& Colonel Encent realized, however, 

that this would not be the complete solu%ion to the problem, WThe 

agencies themsleves must cooperate to the extent that someone takes the 

time and effort to relay the required infomation 
10 

personnel hereal 

to their liaison 

At the &-%land Air Furce Rase conference in January 1950, 

the matter of the most efficient mthod to channel information into 

the air defense system w%s diseuased a% lmgth, The oonelusion reached 

was that the CM wwld provide 8 number of rssecurity controUiers'* at 

its ARTCC*s whose sole function would be to handle-air defense flight 
xl 

plan da%&- This infcwmktion was to be transmi%ted to the n~ariuus 

ADCC@s and GCIWe Though the 2~thQs commander was still of tie 

opinion that the CBA personnel wo~3.d be more useful at the control 

centers, Lhe CM viewpoint prevailed, and it was decided to test the 

new procedure for a mriad of months. 
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By rrrfd-k9SO the defense forces and the CAA had established I 

de%ailed procedures for the transmission and utilization of flight ' ,i 
.; 

plan d&a from the %ecurity con%rollersw at the ARTCC*s to the air 1 

defense system, These prccedures$ though workable, were somewhat at z 
12 

variance between the two defense force regions. For.example, within i 

the EADF sys%em, the AR!PCC*s passed information via telephones to the ' 

GCPs only, while within the WADF systems the ARTCC*s passed jlnforz&ion 

%o the GCPs and to the ADCC~se The medti of transmission differed 

aI.soa In the EADF area, the Military ZIight Service Centers (MPSC) 

passed information via teletype to the ADCCVs, while in WILD& %he 

MFSC*s used interphones %c the control centersO* 

These varEancss in procedure were not conducive to.most 

efficient operations, and tended to confuse persons who were transferred I 
from one defense region to an&hero Not only standardisation, but 

simpli.fl.~atfon wm urgently needed0 To this end, ConAC suggested that 

some type cf movement information section tight profitably be estabbfishec 

wit& the ARTCC*s which would screen all. somees of info-tion and 
.93 

pass only the desired information &n%o the AC&W system* An alternate- 

me%hod would be to establish a movement section within the AC&W system . c. 

l *The role af the MU.tary might Service (m) kn prodding 
flight plan Snf'ormation to the air defense system was extremely importid 
This U8AF organkation, which was commanded by the Military Air Trz~q.x~pl 
Setice (MATS), had a network of flight seTvice centers throughout the 
country to monitor the flights sf tili.tary aircrafta At an early date 
3.n identification operations0 the MFS was prevailed upon to suppw the 
air defense control centers with military flight plan data in regions 
whspe fdentffication zones had been estiblishedo - 

IYNCLASSlffED 
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to perform the necessary screeninga CanAC noted that under the 

existing system, information on civil air traffic movements was being 

passed to the AC&W system by the various CAA facilities as soon as the 

information was received by th8 CAA, Oftentimes this information was 

available as much as four or five hours in advance of the arrival of tb 

afrcraft at the pofnt where it could be picked up on the radar scopes 

Some GCI stations preferred to have this information made available to 

them only a short period of time ahead of the arrival of the aircraft 
ti 

within the radar range0 

The Air Defense Forces were queried as to their opinions cm 

these subjects and their recommendations were called to the attention of 

'the Joint CBA-USAF Air Defense Planning Board, which met at Hamilton 

Air Force Bass on 31 October 19sQ,* One of the conclusions reached by 

the Joint Board was that it would advantageous to establish and test 

two Air Movements Identification Sections (AMIS), one at Seattle and 
15 

the other at Boston. These sections3 located in the A.RTCC%, would 

assemble, screen9 and dissembats pertinent data to the GCf stations0 

All flfght plan information, civil and m%litary, VI!R and‘IFR, was to be 

filtered through these sections= Data in -useable form and at $I 

specified nuniber of minutes prior to the estimated time of penetration 

of the aticraft would be transmitted from the AMIS*s to the appropriate 

GCI stations, CAA agreed to this proposal, and suggested a trial 

* Because of the increasing com@etity and frequency of USAF- 
CAA discussions on afr defense matters,, a Joint Board was created and 
chartered early in 1950 to sit permanently as the primary arbiter of 
matters affecting the two agencies6 
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period of six months. CAA noted, however9 that though its personnel hadl 

the traMryf and ability lx perform the work required, nevertheless f% i 

could not completely ftiance the experiment& USAF u&8rtood to ~rc~v%&$ 
16 

the needed funds0 

The progress made in extendL.ng identffiecation facfPities $0 

the defense areas and in laflng the gramdwork for improved procedures 

was encourag@, Nevertheless, on8 alf-i.mportant ingredient stin 

lagged behtid the progress of the others -0 Snterceptfon of aireraf% 

which had been labeled %nknownan Now that the air defense system was 

rapidly taktig shape both in the deployment of radars and in t&e 

acquisition of new fighters, CmAC took steps to insure that it got 

the authority to begin active %ntercep%fan& 

It has beea mentioned that in Janmpy 1948, an Bxecu%ive Order 

had established prrowbited areas over the atotic energy plants at zOs= _ 
17 

Alaaos, Hanford, and Oak Ridge, The prohibition forbada au aticmf% 

from f$@ng over the airspace reservations except in the interests of ’ 

national defense* In spite of this restr3.&ion, v&olatfon~ of the 

executive order were numerous0 fisticraft of aXL armed services9 

cMZ.an air capT5.ez-q &I pr%vate aircraft have flom ovep the 

ahspace reservatfons in PrEsfation of the orderuw ConAC informd USAF, 

Though C&AC had been given no spec%flc authority to Entercep% 

airmaft over the atotic energy @ants, the Cmnrnand felt its res~nsi- 

bil%%y lmenly for taking such measures4 On 29 Noveniber 1949, COZ~AC ’ 

pfcopossd to ‘ffSA3? LhaL a19 d.m?raft fifing over the psMb%tid atiapasea 
15 

be intercepted by ConAC fighters - tith their guns charged and Xoaded, 



USfWs answer expressed reservations at the drastic step 

advocated by ConAL RThis action is, in fact, a new step in our 

concept of the air defense of the United States during peacetime, and 

its acceptance by the public and its success will depend to a large 

degree upon the proper briefing of the individual pilot and upon tie 
20 

judgment he shows in carrying out his orders3 USAF also noted that 

Co&K% air defense resources in the areas mentioned 'were by no means 

impressive, 
21 

and that suoh action at that %ime might be premature* 

6064eit is believed that the plan should not be 5mplemented for 
an area until the forces and facilities available are adequate 
to protide an effective intercept team* Any system which does 
not meet minimum require~nts will only result in loss of 
confidence by other agencies and probable embarrassment to 
the Air Foroeo 

In spite of USAF% fears that ConAC"s proposed commencement 

of active operations to identify aircraft by armed interceptors was 

premature, the logic of the proposal was insurmountabled The presiden- 

tial prohibition was meaningless unless enforced@ USAF agreed that 

positive aetfon had to be taken, but informed ConAC that specific plans 

and7procedures for the operation had to be submitted for USAPs &ose 
22 

scrutiny before the proposal was implemented. 

ConWar desire to begin active interoept operations to identefg 

unknown a%rcraft was 

Whitehead, the ConAC 

defense resources at 

not limited to the prohibited airspaces General 

commander, well-realized the meagerness of the air 

his disposall, but he made it clear to USAF that 

Hwe must establish an active defense system now, in being, regardless 
23 

of the LLmitations of personnel and equ@ment3 It was proposed to 

USAF tha$ immediate action be taken to begin aotive titerceptions of 



midemtified aircraft9 b the Northeast and in the NOrthWeSt, whix$h ’ 

approached the c&bent by sea0 It wasestimated that in the nopthp, 

eastern sectmo the nu&er of interceptions per week wwld be bet-en i 

twelve and thirty, This “hi&P mmiber was due prmrily to %on- 

colllfomam to altitudes and r8pOtibg schedU1w comeations 
2L 

failures9 and overdue ETS*sem The estimate of unidentified penetra- 1 

ting traffic in the coastal areas was by no means too high as Con&c 

was to discotter shortly* 

ua~v~ reaction to thi,s ambitious proposal Was similar to %tS I 

ophion expmssed prevckmsly in the matter of the prohibited areas0 
1 
I I / 

]ct agreed generally that full-scale defense measures Were needed, but 1 
I 

pej,,ttyrated that such measures required careful study, and that pos%tive f 

a&w be Mthheld by ConAC until the public was warned of the mendingi 
21; 

s%eps to be taken by the Air Force0 Thus, to ConACvs two kfndred : i 
proposals to begin interceptions in the pro&biked areas (Hanford 

and Los Alamos) and in the coastal genes in the Northwest and North- 

eas&, DO action w&w taken positively by USAF except to impress upon / 
/ 

Con.&2 the xleed for specific regulations and 8x1 educational campaign on i 

the subject, before steps were taken, 

v 

Though def;fnite pedssion had not been given to Conic to I 

begb armed bterception of unidentified aircraft9 neve&heless ConAC 

believed that only a short time 

Fimre given, Until such a time, 

ting units for the eventuality, 

$5-9 ws WbUshed as a general 

~Ouzd elapse before such permission 

Con.JG took a&ion to pmpare its oper$- 

h 29 March 19~0, ConAC RegulatiOJJ 
26 

policy guide o Identification z;oneS 



were to be established $dntly by the CAA and USA&, eth the zmes 

corresponding to the defense areas0 In peacetime, the filing of 

flight plans was to be on a volun%ary basis because of %he lack of 

legal authority, The Air Defense Force commanders were to be re- 

sponsible for the development of procedures with %he CAA in their 

respectEve areas0 Only traffic passing through established recognition 

zones was to be controlled, Data from the CAA or ME5 was to b8 passed 

Bo "the appropriate radar s%ations and con%rol center& The proper 

communications ltiks were to be de%emined by the defense force 

commanders6 One minute only was allowed for correlation of fligh% 

plans by the GCI s%a%ionsa Failure to correLa%e in that time warranted 

in%erception, 

A companion Peg-&&ion is;;ed on 2 May 1950 provided instruc- 

tions on irnterception procedurase The regulation was cautious in 

tone, Intemept methods were no% %o infringe on the freedom of civil 

aviation, Hours of operation were to be dependent on the weather, 

capabili%y and mnning. Ho nigh% ti%erceptions were to be at%enrpte&, 

An important feature of the regulation Fas the instruction that all 

fn%erceptok pilots be tested on the con%en%s of the regulation in 

wafting before in%eroep%ions were %o be attempted, Criteria of 

hostaity were also in%roduced in the regKLati.on as a guide to %he 

interceptor pilot in a sftua%ion where he might be called upon %o 

exercise his judgement to fire upon the uniden%ified airoraf& These 

criteria included, besides visual recognition of the dis%inc%ivo 

marking and type of %he afreraf%, the behavio%sl, of the aecraf% when 

intercepted; the positiola @f %he. aircraf% ti%h respec% to a PsaibEe 

~~~~~~~~~~I~iE 
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bmbing target3 and such observations by the interceptor pilot as to 

whether the bomb-bay doors were open, and whether bo&s or para- 

troopers were actually failing. Mach-jne gun or rocket fire emana%ing 

from the bomber towards the ground or towards the target was to be 

additional proof of hostility, 

The drafts of these reguZ.ations and other measures taken by 

t&AC to am&m? hig+r authority of the &ate of preparedness of 

the Command in the education of i%s pilots and the concurrence of othes 

commds and semices were dispatched to USAl? on 21 March 1950, tith thq 

reqest that "the Air Defense Forces be allowed to carry out recog- 
28 

nit~on measures tits1 to the accoqlishaaenl of their 111;18siona..~ 

The aircraft recogfition ties forwarded by ConAC werq, in 
29 

USAF 9 s opinion Qonsidered appropriate o tt Qn 8 April 1950 ConAC ww 

Lnformed that 3,ntereepMons could begti in the Los Alamos area and 
30 

along the East, Coa& Approval was also granted for the interceptim 

of aircraft entering the Richland, Ikshington AEiC reservation md the 

Oak Ridge reservation, Approval for interception throughout the entire 

Northwestern area was withheld by USAF, however9 pending compJ,etion of 

negOth%ions between CAA and Canada regarding the filing of flight 

plans for flights originattig in Canada0 Implementation of interceptG3z 

plans for the Oak Ridge area had to await the completion of the CAA 

Commmications lx& as well as the ConAC radar and fighter deploymenti 

in that area+ 

It will be noted that WDF's new defense arms in &m FZWMSCW 

and LOS Angeles were not included in USAF@s permiesione This was soon 

rectified, however3 *en t& CAA cor@Leted fts arrangements for 
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provision of flight data in those areas, By 23 June 1950 peradssion 

32 
had been received also for the two zones kn California, 

Thus, by the latter part of June 1950, ConAC had at long last 

obtained the authority to comnee active interceptions of tidenti- 

fied aircraft in all the air defense areas except in the M.nterland of 

the Northeast,, Even Q&s area was in a limited fashion also protected, 

when perm%ssion was received in July to commence interceptions along th8 
33 

newly established Canadian Boundary Identification Zone* The go- 

ahead signal to ConAC was granted in all of the above mentioned areas 

with the most appropr%ate timing, On 25 June l%O, the Commulist 

armies invaded South Korea* 

The involvement of the United States in a "shooting war# 

overseas was the most effective educational device for convincing the 

publfc that ConACts active air defense policy was mrranted* Two 

months after the Korean hostilities broke out, the President of the 
3b 

United States apprwed a USAF policy statement to the effect that9 

The Commanding General, Continental Air Command, is hereby 
authorized to destroy aircraft in flight within the soverejlgn 
boundaries of the United States which cotit hostile acts9 
which are manifestly hosti3.e in intent, or which bear the 
military fnsignia of the USSR3 unless p~oparly cleared or 
obviously in dfstresso This ampIXies previously approved 
Air Defense procedures and instructions which kmve restricted 
intercept operations to specific identification zones4 

Here3 RJacnifestly, was the Eogical conclusion to the policy 

&ioh ConAC had been advocating for almost a year - the right to 

&&lize it s weapons actively for air defense anywhe= within the 

sovereign boundaries of the United States* The cOroll.ary to tMs 

authority was the right to introduce the methods of identification in 

all sectors of the country where it was deemed feasible to do soa 
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artrivlrrg to &tain the authority to be@ &&lve interG*ioas of M3- 
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Headquarters USAF as early as the spring of 1.948, the deficiency did 

not become intolerable until early in 1950 when measures were taken to 

erect identification zones over land. At th.& time, CunAC again pressed 

for speedy passage of legislation designed to make mandatov the Piling 

of flight plans by civilian pilots 5n accordance with relations to 

be prepared by the CAA and ConAC, 

Headquarters USAF had been well-aware of the necessity of legal 

authority. As early as &y l&8, USAF had begun conferences with the 
3 

CM with this aim in mind, However, *he discussions were long and 

arduous because of the delicate problem of balancing the needs of 

identification+ with the needs of civil aviation for a minimum of 

controls. By the end of 1949, however, USAF-CM negotiations tith 

each other and tith civil aviation groups had reached the point where 

legislation to establish controls over cfvlel air traffic via an increase 

in presidential authority &d been dram up by the CAA and agreed to 
4 

by USAF. Nevertheless, agreement between the tw9 agenctes did not 

guarrtntee the speedy passage of the necessary legi.sLation through 

Congress, En view of the anticipated delay at a time t&en the air 

defense system was girding itself' for the commencement of twenty-four 

hour o-perations, it was necessary to resfly y/It to extra-legal means to 

obtain the re@red controls, !Bxse means lay through the good ~513. 

and vofuntary cooperation of the o:Lvi%ian aircraft uperatars. 

The task of obtaining the support of cSvEL aviation ms given 

to the CAAa It was pointed out by Genera% Vandenberg, US./@?a Chief 

of S"ca.f.f, that i% mulled be Bess disc~n~erting to the general public 

^- .-- 



UNCLASSIFIED 

., 

5 
if the initial publicity fame from a civil ag~~y, lh Jayruruy 1950, the 

CM was successful In obtaining an agreement with a number of important 

civil flying agencies to conduct aI1 of their flying in certa%n areas, only 
6 

above two thousand feet, and under IFR, On the whole, the agreement was 

enforced, but there were exceptions to this tie which proved exasperatlng, 

Neverthelesk, in spite of these troublesome exceptions, even a modicum of 

self-imposed controls on civilian ati traffic was better than none at a& 

This gentlemen's agreement of January 1950 did not prevent ConAC 

and the CAA from continuing to press for legal. controls and severe penaXI.es, 

Though legM.ation had been drawn up between the CAA and UEQ& civi.l aviation 

continued to exercise powerful pressure to prevent what it thought was 
7 

an attempt to "rob them of their civil aviation rights/ Reassurances had 

to be given continually b the W and USAF that no orippling curbs on 

aviation were contemplated, In general the atmosphere surrounding the 

proposed legislation was charged with tension, 

The outbreak of the war in Korea helped considerably to speed up 

the necess&ry Congressional action, On 9 September 1950, Public Law 778 

was passed, empowering the Presjldent to establish security provisions 

"which wiu encourage and petit the mwxlnnun use of civil aircraft eon- 
8 

sLstent with the national secur~it~~ " The peculiar wording of the law 

in this respect is testbony to the fact that the shadow of civil avti-t$.on 

pressure groups hovered over the law-makers down to the final. phraseology 

of the law, 

Under the terms of the Ilaw, whenever the besident deteked 

that "such actiozP was required, he was authorized to d%rect the i3ecre-t~ 
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of Commerce and the Civil Aeronautics Board to exercise his powers. 

Section 1203, in turn empowered the Secretary of Commerce, on the 

direction of the Fresident, to 

establish such zones or areas in the airspace above the 
United States .,.@as he may find necesssay in the interests 
of national security; and may after consult&Ion with the 
Department of Defense and the Board, by rule, regulation, 
or order within such zones or areas, prohibit or restrict 
flights of aircraft which he cannot effectively ident-, 
locate, and control with available facilities.,. 

Xn addition, the law carried the necessary penalties for 

ti&Lators of the yet-to-be-formulated rules0 Section 3204 provkhd 

that 

any person who knowingly or willfully violates any 
provision of this title, or any rule, regulation or order 
issued thereunder, shall be deemed guilty of a misdemeanor, 
and upon conviction thereof, shall be subject to a fine of 
not exceeding $10,000 or to imprisonment, not exceeding one 
year, or to both such fine and imprisonment, 

The authority given to the President by fiblie Iaw 778 was 
9 

exercised in Executive Order No, 2O1979 of 20 December 1950, The 

Secretary of Commerce was directed by the President to establish 

security control measures over aircraft fn flight, Th3.s task was fi 

turn delegated by the Secretary to the Administrator of Civil Aeronautics, 

33 

During the interim, between the passage of fiblic I&r 778 and 

the Executive Order of December IYL950, the CAA had been IxGxU.~ at work 

on the necessary regulations0 These were duly published on 27 December 
10 

1950, as the Qegulations of the Administrator, Part 620: The 

regulation provided for the establishment of Air Defense Uentification 

Zones (ADIZls) identical with those which had been established in a 

UNCLASSIFIED 
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provision of this title, or any rule, regulation or order 
issued thereunder, shall be deemed guilty of a misdemeanor, 
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exercised in Executive Order No, 2O1979 of 20 December 1950, The 

Secretary of Commerce was directed by the President to establish 

security control measures over aircraft fn flight. Th3.s task was in 

33 

turn delegated by the Secretary to the Administrator of Civil Aeronautics, 

During the interim, between the passage of fiblic I&r 778 and 

the Executive Order of December IYL950, the CM had been busily at work 

on the necessary regulations0 These were duly published on 27 December 
10 

1950, as the Qegulations of the Administrator, Part 620: The 

regulation provided for the establishment of Air Defense Uentification 

Zones (ADIZ~s) identical with those which had been established in a 
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nki.litqy re@atio% in the preceding Jfiy, Any pilot, prior to penetrating i 

an AD12 or taking off from a point within an ADa, was required to file a i 

flight p&n with the CAB. VFR flights which took place within an ADIZ were 

given the prefix Wefensetr (DVE), to distinguish them from VFR flights - 
i 

operating outside of ADIXr~, In addition, position reports were required 

for DVFB as ~2.1 as for IFR flights when penetmking an RpIZ. 

Certain exemptions to these requirements were authorized by Section 

620-13, The CAB was permitted, at its discretion, to exempt from the flight 

plan requirement those flights taking place wholly within the confines of 

an SXIZ, or which starPted from witl6-n an ADIZ and terminated outside of an 

-ADZ. An additional exemption was that 13hich waived the flight plan re- 

quirement for all aircraft operating within or entering any t9Domesti&*AD3Z2 

(Knoxville, Albuquerque, Los Angeles, San fiancisco, or Northwestern), at 

altitudes less than four thousand feet above the immediate terrain, 

The institution of legal controls over civil. air traffic was 

generally greeted with. enthusiasm by Co&C, However, the iqaiver of flight 

plans for aircraft flying through ADIZ% below four thousand feet evoked 

at once a storm oP protests from the Air Defense Force% As &jor General 
11 

Frederic B, Smith Jr, the EADF commander, phrased his objections: 

it fs not urtdersto& lfhy aircraft are pertitted to enter 
and operate within the Domestic Air Defense Identification 
Zones at altitudes less than four thousand feet above the 

Q A more detailed discussion of the provisions Oe the regulations 
cited in this chapter, where they apply 
next cllapter. 

to AD-!&s, may be found in the 
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immediate terrain,.,. Unless flight plan correlation is 
accomplished, it is abs'olutely necessary to intercept and 
recognize aIrcraft approaching the prohibited areas contained 
in these Zones, Further, regardless of fadght plan 
correlation, al.1 aircraft approaching the prohibited areas 

I feel it Incumbent upon us to are intercepted, Therefore, 
present our case so strongly to CBA, that they t&l require 
all aircraft to file flight plans when operating into or within 
a Domestic ADIZ, especially if the path of the aircraft expects 
to approach any of the prohibited areas, regardless of the alti- 
tude at which the aircraft intends to fly. 

In answering General. Snith*s objections, Brigadier General 

Herbert B, Tha-tcher, then AIWs Deputy for Operations, explained AIWs 
I.2 

policy in this matter. 

The altitude exception to paragraph 620,13 (C.U Part 620) 
was a necessary concession to obtain the many other benefits 
resulting from a publication of this document. The adoptjion 
of a perimeter type air defense, the Inability of our radar 
to see at low altitudes and the exLstence of the Interim FIsn 
for the tiergency Control of Air Traffic, tends to nuU.ify 
the handicap this altitude exception imposes on the difficulty 
problem of aircraft indentificationd 

In spite of AIWs explanatio of the reason for its concession 

in the waiver of flight plans below four thousand feet, the Command 

beli.eved, as did ESDF, that the exemption was a detriment to effective 

controls for identification. Action was undertaken during 1952. and 

1952 by ADC to request revision of the CAA RegLktfon in this respect9 
- i 

though without any great deal of optimism as tn the outcome, 

AIUs fears were justified, The only concession to A.DC% wishes 

b the matter in the revised regulation, which was subsequently published 

on 15 January 1953, was a statement to the effect that "pi%ots of air- 

craft equipped with functioning two-way radio are urged to comply with 

the flight pBn ad repotyng requirements of this particu% part 

reg&J.ess of altitude," ~~~~~~~IFl~D . ” 



ConAG~s plans to establish identification zones in the interior 

of the United States late in 194.9 prompted a reappraisal of the state of 

the Command% jurisdiction over military air traffic as well as civilian 

air traffic. The aircraft belonging to the Air Force had been required 

for some time to file IFI3 flight plans with the Military Flight Service, 

Such information was, of course, avaiLable to Con&, but data on the 

extensive VFR flights was not. If zoned identification areas were to 

be created in which all aircraft x$ere to be identified, then Vi% flight 

data was indispensable to the air defense system, If it were only a 

matter of obtaining such information from E2.F aircraft, the problem ,' 

would not have been an especially challenging one& However, it was nccessaq 

to obtain such information from all aircraft which were not under the juris- 

diction of CAA flight regulations, and this constituted practically all 

iifederally-o\med krcraft: Naval, Coast Guard, Army and those belonging 'to 

civil agencies of the government. Rot even aircraft belonging to the 

Canadians were excepted from the requirement,, 

In December 1949, Con!% called to USAF% attention the lack of 
u 

controls over federally-owned aircraft, It was pointed out that the im- 

position of VFR flight plan requirements would create a great burden upon 

the Military Flight Service,' but ConAC noted that the CAA had expressed ' 

wilkkgness to contribute personnel and facilities to this end. conu, 

however, expressed the o-pi&on that if facilities and authority were given 

to the experienced CAA organization to handle flight data for both mQitar;r 



31 

tJNCLASSlFlED 

and civilian aircraft, such a procedure would result in more efficient 

contributions to the air defense system. 

On 24 February 1950, ConAC again brought up the question of 
15 

military controls, This time ConAC put immediate emphasis on the need 

for control over those aircraft in the jurisdiction of the Air Force. 

To this end, USA?3 was supplied with a draft of a regulation which 

ConAC proposed bs issued, The regulation directed that a11 USAF 

aircraft file both IFII and VFR plazas when flying within certain desigr 
16 

nated identification zonea, 

USAF% answer to ConAC*s proposal was most encouraging, On 

4 April 1950, USAF not only expressed approval of' the plan to regulate 

military traffic, but proposed in its turn that a joint Army=-Nav@Lir 

Force regulation be published which wou3.d dkect milftary pilots to 

file either VFR or IF'R plans when flying at any $ltitude anywhere in 

the continental United States or its appl-oaches, except for certain 
17 

local flights, 

intervals. The 

anywhere in the 

Position reports would be required at thirty-minute 

rationaXe behind the plan to make flight plans mandatory 

United States ws that the pilots would not, thereby, 

have to remember the boundaries of the zones0 

ConAC% react2on to the proposed joint plan was, naturally, 
18 

favorable. However, USAPQs pILaxn was apparently more enthusiastic than 

practical, A conference between USAl? and ConAC representatives made 

extensive changes to the proposed plan9 reverting to the original ADZ 

proposal to file flight plans only tJhen flying within an ADIZ, k 

this form the proposed regulation was approved and the arduous process 



of coordination with the m a& the N&V beg=. The catalyst of war 

apparently did much to speed up the process of coordination between the 

three services, for on 15 JuQ 1950,the joti% regulation was published 

under the signatures of the Chiefs of the three services, . 

The joint regulAion, issued w U&D a8 &?I 60-22, made the filing 

of flight plans mandatory when penetrating or fbtig wfthin an identifications 
20 

zone, regardless of altitude. Local flyhg which took place entZrely tithin 

the zones was exempted from the filing of fught plans, "when performd in 

a manner conducive to ready recognition.l* IMcedural arrangements for such 

flights were to be coordZnated between local xnU.itary commanders and air 

defense commanders. Being a direct order tomilitary personnel9 the rem- 

Lation did not specify penalties for viol&&xi9 as did the &Ws civilian 

regulation. 

EII 

Thus, by the end of 1950, regulations which were backed by 

legal authority had come into being for both civilian and militaqy air 

traffic. But the existence of the rules thenxsalves were no guarantee 

that either civilian or mjlitary pilots would &here to them. The flight 

plan and position reportAng kfomtfon which was required of pilots under 

CM Part 620 and AEa 60-22 was not simple, & tiolations, both ~&ten- 

tional and deliberate, were to be expected, It WEGS of prhe iropo~t~ce, 

therefdri, th& the enforcement of the regu~tions be monitored closely 

i'f the 5dentification system was to f'unction effective&e 

Violations b civilians, whether they were by hd?viduds cr by 

corporate concerns, were to be handled by the CA& " To %Ms effect, JrulcS 
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were enunciated by CAA in February 1951 in the form of a Legal policy 
21 

directive to CBA. regional administrators, The G&A asked the Air 

Divisions to notify their GCI stations to inform the appropriate ARTCC 

at the time an interception was made, so that the center could establish 

the fact of a violation while the incident was still fresh. This evidence 

was then to be held at the center until. written notification of the 

violation was received from the air divisions, after which the case 

was to be turned over to the appropriate agency, depending upon whether 

a civil, military or foreign aircraft was at fault. In the case of 

military violators, the 

Service. 

mere no flight 

appropriate agency was the Military Flight 

plans had been filed and a civilian aircraft 

was caught in a manifest violation, prosecution was, of course, 

unavoidable, although the penalties were seldom severe* However, the 

most exasperating problem was created by civilian pilots who had filed 

plans, but who did not conform to their estimated time of arrival., 

CM believed that in most instances these violations were unintentional 

and that they were caused usually by poor navigational aids, It WEis 

not believed that prosecution of such cases was worthwhile, It was 

CAPS suggestion that the air divisions should continue to file out 

violation reports in these cases, but that only those violations should 

be passed on to the CAA which the division conmanders considered worthy 
22 

of further investigation. 

The problem of securing the enforcement of the control regu- 

lations by military pilots caused ADC more dllfficulties than those 

~!~,~~~=~~~,~~;~~~~ 



which were caused by civilian pilots, Tfie qztestion eVen%Ually tmm of 

the legal status of an Air Force pilot @o violated on? of the provLsions 

of CAA Part 620 which W&S not covered also by JU?R 604% Early ~JI 1951, 

such violations had been turned over by the ARTCC % to the appropriate 

Military FUght Service centers for actLone To ADCJs concern, however, 

it was soon discovered that the MIS had no authority to cite the military 
23 

violator. 

Part of this discrepancy was resolved in time by revisions of 
24 

AI% 60-22 to bring its requirements more ti line with CAB Part 620. 

However, the conformation of the two regulations did not prevent viola- 

tions from taking place, although it d&d remove the objections of civilian 

pilots that the mi+itary a&r-men did not have to conform to the same 

requirements as they d&d, 

In &I&T 1951, AX broached th8 matter of violations of Al% 60-22 

to Headquarters IEAI?, noting that "it has become increasingly evident,,, 

that military pilots ,,,are not familiar with the provisions of AFR 60-22," 

and that the lack of famiUa.rity had thereby been %ery costly to the air 

defense system by increasing the number of unidentified radar tracks which 
. 25 

require intesception.r' AN proposed that aI& atary pilots, including 

Naval and Marine flyers, take written seations on the wovisions of 

@R 60-22, The ~oposaJ. was hospitablyz8ceived in Headqua&ers um, ad 

in time the necessary directives were issueda me exafnination of military 

require intesception.rr ADC proposed that aI& Utary pilots, including 

Naval and Marine flyers, take written seations on the wovisions of 

@R 60-22, The ~oposal. was hospitablyz8ceived in Headqua&ers IJ~, and 

in time the necessary directives were issueda me examrtnation of military 

Pilots of al1 three services on the provisions of the jo&t rewhtion vent 

a, long way in reducing the nuxlber of violations. a, long way in reducing the nuxlber of violations. 

u~~~~~~~~~~~~ u~~~~~~~~~~~~ 

pilots of all three services on the provisions of the jo&t rew&tion vent 



CHAPTEBFIVE 

AIR DEFENSE IDENTIFICATION ZONES 

I 

Thus far in this history of identification, it has been recounted 

that, in the two years since l$!~8, an air defense system had taken shape 

in certain locatiqns in the continental United States; that effective 

cooperation between the Air Force and the CAcl had resulted in the intro- 

duction of flight plan correlation procedures in the areas where air 

defense weapons had been deployed; and that legal controls had been 

created for the regulation of civil and military aircraft flying in 

those areas* 

During the latter part of 1949 and e'arly in 1950, while ConAC 

was striving for the introduction of an identification capability in the 

new areas where the Lashup radar system was being deployed, much thought 

was given to the eventual sonfiguration of identification zones in the 

United States, It has been told in the preceding chapter that ConAC 

proposed to USAF, in February 1950, that military controls be imposed in 

certain areas of the country, These zones were eventually incorporated 

into the joint regulation of military traffic issued by the three 
3k, 

services~ and known to the Air Force as AFR 60-22* _ 

The establishment of a number of r befense Identification i 

Zones (ADIZts) in AFR 60-22 was followed by the establishment of idsnti- 

cal zones for the regulation of civilian air traffic in CAA Regulation 

~.._ - - - - -^ ------ _--.- - - -. 
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Part 620, In the opinion of Con-AC, such zones as were established in 

these two regulations of 1950, were but the first step in an evolving 
3 

process * "As the air defense system is extended it will be necessary 

to designate identification zones,, This process will continue until 
i 

the system is complete,ti 

In other words, identification zones were to be established 

whenever air defense capability was introduced into new areas of the 

country, Unfortunately, however, in 1950 ConAC was incapable of fore- 

casting the exact configuration of the future air defense system,, The 

Lashup radar network, which was located in the Northeast, the Pacific 

Northwest, California, New Mexico and Oak Ridge area+, was to be extend- 

ed slightly when it gave way to the Permanent radar system which was 

scheduled to become operational sometime in l9sZ, There were, however, 

vague plans relating to a t?gap-filler~~ program during 1950 which 

promised to extend the surveillance network greatly into new areas of 

the Utited States. In addition, plans were being formed for the pro- 

tection of SAC air bases, whether they were located in potential 

target areas or not. Thus, during 1950, the precise pattern of the 

air defense system to come, and consequentlyb the eventual identifi- 

cation acme coverage, were not entirely clear* At this stage in the 

development of air defense weapons deployment strategy, Con& was 

forced to take the inevitable view that, conceivably, the entire 

nation might eventually be turned into an identification zone, 4 

The two regulations of 1950 created fLDIZfs which conformed 

roughly to the coverage provided by the Lashup radar network* 
Along 

the Atlantic and Pacific coasts, two Voastal" ADWs were created, 

UN~LASSlF~~~ 
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each of which extended approximately 250 miles out to sea. Five 

' "'Domestic" ADIZ's were created in the interior of the United States: 

in the Northwest; in the San Francisco area; around Los Alamos; and 

in the Oak ':Ldge area. Eilo Domestic Al312 was established in the highly 

importa& Rortheastem area, although plans which were drawn up during 

1950 called for the conversion of the Northeast into a,n AD12 during 
5 

emergency c0naitiOns. In addition ko the Dornestfc and Coastal ADfZ's, 

a third category of zones, to be known as the International Boundary 

ADIZ'S, was establhshed* Though it was undoubtedly contemplated that, 

in time, such bomdary zones would be created for both the Mexickm and 
* 

Canadian borders, only the latter border was zoned during lp'$l. The 

Canadian boundary zone, which had no depth at a& and thus logically 

did not warrant being cartled a 'zone," was broken into two sections. 

'The western sectioh followed the northern border of the Northwest ADIZ, 

and the eastern section began near the Keewenaw Peninsula in Michigan 

and followed the boundary to the Atlantic Ocean. 

The regulations establishing legal controLls were received with 

general enthusiasm by ConAC, although the four thousmd feet waiver Ln 

CAA 620 evoked almost unanimus misgivings on the part of the &ir 
6 

Defense Faxes l An item in the joint military regulation which 

caused some objection mm the delineation for military traffic of 

Coastal ADIZ's flush with -the coastline of the United States. Antici- 

pating an eventual revision of the regulation, ConAC proposed that the 

Cwasta2m ADIZ ' S begin twenty-five miles out to sea0 This was recomended 

* The Pkxiccr-California border was deckred an International.. Botmd~,~~ 
ADI3 in the revised C&l Remlation'Part 620 sf 15 January 1953* 
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in order to give the Defense Forces sufficient time for effective ir&er- 

ception and also to elitinate the need for identification of naval air- 
7 

craft on training flights close to the shore, The revision was eventually 

brought about in the new edition of the joint military regulation which 

appeared in January, l.951. 

II 

During 1-951 the Headquarters and the operating echelons of the 

Air Defense Command had an opportunity to acquire experience in the 

theory and practice of identification, and to apply that experience 

to the question of the merits of ADXZ's. In the disc;ssions trhich took 

place during 1951 on the subject of the role of ADfZ's in air defense, ! 

two conflicting viewpoints on the subject emeyged: that of EADF, and 

that of ADC Headquarters. 

The EADF theory evolved padually during the'lat-ter half of 1950 

and in 1951 as a result of discussions concerning the nature of the 

International Boundary ADIZ along the eastern portion of the Canadian 

border. Soon after the publication of A.53 60-22, EADF complained to 

A3x: that the tortuous path of the international border in the Great 

Lakes area made it possible x'or United S-tates and Canadian aircraft to 

begin azxd finAsh a flight in their own sovereign territory while 
8 

crossing the border en route. WF noted that the situaziozl was 

causing an &ministrative burden on the CM, the MFS, and the C&I 

stations, A proposed boundary liae desimed to m;inimize the confu- 

Shm was subtitled by MF, but ems turned dcmm by 7EA.F because it 

~‘~~~ted the print ip]“e of national territorial sovereignties l 

9 

hoJ~:eVer, USM ems not opposed in principle to ElADF's proposal, ZKtd 



suggested that ConAC undertake to work out a tlmutually agreeable 
10 

plan" with the RCAF for submission to USAF, 

Subsequent negotiations with Canada resulted in the discovery 

that the Canadian Department of Transport (DOT), had no authority to 
11 

require flight plans from Canadian aircraft, ConAC 1s hands were also 

tied by the lack of authority to overfly Canadian territory en route to 

intercept aircraft which were actually'over American territory at the 
12 

time. ConAC confessed that the negotiations with Cana& were useless 

under the circumstances and advocated that USAF itself take action to 

resolve the matter on an inter-governmental lc#vel, 
13 

USAF Headquarters, 

in turn, agreed to reopen the question, but only when overfly rights 

were secured, and when Canada enacted legislation simj.lar to Public Law 
I4 

778. 

In January 1951, EADF reopened the question of the border zone 
15 

on a slightly different tack: 

To use the International Boundary, especially arolund the 
Detroit, Buffalo and Great Lakes area in general, presents a 
problem in that aircraft are allowed to approech too close to 
these important cities without being required to identify 
themselves by flight plan provisions, The radar coverage of 
our northern stations is such that aircraft which are not 
going to cross the bozder come under surveillance, and no 
means exist to determine if the aircraft is friendly and not 
intending to cross the border or is potentially hostile. a 
case in point is the air defense readiness alert of 6 December 
IL950 caused by Canadian aircraft observed by the radar station 
at Limestone, 

To remedy the existing incongruity along the border, Major 

General F'rederic H, Smith ' or mb EADFQS commander, proposed the estab- 

ibishment of a Canadian border zone3 150 miles deep, entirely within 
14 

Canadian territory, Similar overtures were made to Canadian 

officials by MDJ?, but these officials,, though receptive to the plan, 
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indicated that it w+~ld t&e Cmadian governmental action to establish 
17 

the zone. DC thought 60 t~o,'but left the door open to further 
18 

discussion -of the ,subJect, informing PDF that: 

Yourkccommendation wi1.l be used as a basis of establishing 
an ADIZ over kmadian territoq as soon as fundamental 
International Agreements have been reached, ; * 

EAIJF~s, proijosal to the Canadians resulted in exceptionally' 

speedy action by the latter, IA J?Ikck~, Canada announced that it was 

going to implement an identification zone of its own9 one to two hun- 

dred miles deep inside Canadian territory along the border from Sault 
3.9 

Ste r&xi.e to the Atlantic. In short order the zone was created, 

effective on 15 May 19r;l. 

The Canadian Air Defense Identification Zone (CADIZ) did not 

fulfill ELADPs needs, however, ?FAlthough the American International 

3oundary AD12 was erected *ffrom,the gro-znd UF),'~ the new CADIZ exempted 

air&raft which flew below four thousand feet from filing flight plans, 

Such a waiver,, in EATIF% view,,.d$d not remedy the deficiency which 

had existed prior to the creation of the CAD12 in the vulfierable 

Detroit-Cleveland area, WF recommended action which would either 

lower the CAD12 to the grcmnd t .or widen the American International 
20 

Boundaq Zone and extend it substantially into Canadian territory,, 

ADC, in answer, again pointed out that there existed no authority for 
21 

the establj.&ment of ah Amedian AbIZ Over Canadian territory, 

In d&lyQ, DC,' ha&.$ decided that radar and fighter 

coverage along the central portion of the Canadian border warranted 

the establishment of new ADIZ'S there,'-P roposed to USAF that the new 
, 

zones be created B‘s Domes+ic mIZ'sp .J.';ge, .OneS bhich contained the ~' 
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22 
four thousand feet waiver, This proposal elicited another vigorom 

23 
protest from EADF. If hDCrs plan was carried out, EADF recommended 

that the International Bolmdary AD12 be widened to a distance of 

twenty-five miles. Though ADC had already rejected UlbFSs repeated 

overtures to widen the International Border Zone, nevertheless EADFls 

tenacity in the matter callsed ADC to ask for a detailed reappraisal of 
24 

the subject by each of the affected air divisions in the EADF territory, 

After a restudy of the problem, as directed, EXDF resubmitted 

to ADC a proposal for a rectification and widening of the International 
25 

Boundary Zone* The proposed EADF zone followed a straQht line 

connecting the existing and programmed radar stations along the north- 

ern perimeter of the EADF area, and Mas as wide as the actual radar 

coPCsir"age of the stations along that line, Inevitably the zone straddled 

the frontier into Canadian territory, According to EN'@, the proposed 

zone rendered both the existing CAD12 and the International ADIZ in 

southern Ontario superfluous, Suffice it to say that the EADF propo- 

sal was not adopted for the same reasons given by ADC in EADPs previous 

proposals to widen the border zone and extend it into Canadian territory, 

There remained, along the border on each side, a wide band of Domestic- 

type A-DIPS, sandwiching between them the paper-thin International 

Boundary ADIZ which was erected from the ground up, An aircraft collld 

fly below four thousand feet on the Canadian side, come up to the 

International Boundary '?zone't witho& crossing it, be picked up by the 

IZADF radars as %nknown,rt and fly back without violating any flight 

regulation, though causing rmAoh grief to the EAD?? identification system, 

It is interesting to note that the 25th Air Division, which 



occupied a somewhat analogous position along the Canadian border to that 

of the EMIF border divisions, 
26 

expressed contentment with the western 

section of the CADIZ, The 29th Air Division, which also patrolled the 

border, however, felt the need for extending the OIZ to include its 

segment of the border area, and made continuous recommendations to have 
27 

that accomplished. The CADIZ was duly extended the entire length of 

the border early in 1952, 

By mid-1951, as has been mentioned, it had become apparent that 

the radar coverage was rapidly outstripping the existing ADIZls. On 

lf; June, therefore, ADC proposed to Headquarters USAF that additional 

ADIZ*s be established along the northern border of the United States, 

In addition, revisions in the northern and western boundaries of the 

Knoxville ADIZ were requested by INDF in order to eliminate traffic 
28 

lanes from the perimeter of the ADIZ. 

The new ADIZ%, which were approved by USAF and officially 

promlulgated by the CAA in an amendment to its Regulations Part 620, 

on 30 Skptember 1951, established the followin,a additional ADWS: 

Great Falls; Knneapolis; Traverse City; and Bangor* 
29 

These Domestic I 

ADIZ% extended along the border, joining the Northwest ADIZ and form- 

ing a solid belt along the border to the Atlantic Ocean. 

The establishment of the additional Domestic ADWs was the 

inevitable development of ADVs theory that the identification zones 

had to keep pace with the growth of the air defense system, However, 

in this theory there had always been one exception: the congested 

EAD.F area, In the plans for the establishment of ADIZ's, the huge 

&stern sector had been omitted because of the diffjculty of implementing 
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identification procedures there, and the consequent burden upon the air 

defense system to identify alI. traffic Labelled as %nknown,l' The 

peculiar problems of the XADF area conditioned EADF to view the role of 

ADIZls Bornewhat diZferently than either ADC, WADS', or CADF did, As 

EADF phrased its view in formulating objections to the creation of the 
30 

new northern ADIZls: 

1x1 order to properly defend any given area from air attack, 
the defense commander should be able to identify every 
established track +aoeIn areas of high de&ity air traffic 
this is not possible without unduly restricting the traffic 
flow* Therefore, the identification fuslction, for the present 
and during white alert conditions, must be limited to pene- 
tration tracks which originate within or enter a perimeter 
zone established around the defended area* 

Such a perimeter identification zone as EADF envisaged, was to 

be placed not less than 150 miles away from the nearest critical target 

in its area, The new ADWs created by ADC began at the national. border 

and extended inwards9 embracing much of the dwely populated areas of 
P 

the Great Lakes region -- thus negating, in EADF% view, the advantages 

of early warning through timely identification. 

Following suit with this line of thought, EADF, in mid-1951, 
35- 

created on its own a Perimeter Identification Zone (PIIIZ)b This zone, 

though unofficial in that it had neither ADC nor CAA sanction, was to 

be used as an operational guide to EADF air divisions in the matter of 

identification poLL.cy, But, without the necessary teeth in the form 

of mandatory restrictions of air traffic which penetrated the Zone, 

the PIZ cmdd only be ineffectual, 

ADC was not unaware of the urgent considerations presented in 

EIADF's arguments in behalf of a more realistic identification zone s 

policy for the eastem area* Cn 19 M&rch E95& ADC removed one of the 



most serious causes of concern to EADF when it asked other USAF commands 

which operated aircraft in the ZI to file flight plans on all B-29, 32 
B-36 and B-SO aircraft which flew north of the 37th parallel. SAC 9 

the principal operator of bomber-type aircraft in the ZI, readily 

agreed, except for certain local flights* 

EADF tried again to give its ideas on a perimeter identification 

zone reality in April 1952, This time, EADF concentrated on the estab- 

lishment of an identification zone around the New York-Washington- 
33 

Philadelphia region* The Bangor ADIZ and the Atlantic ADI2 were to 

provide the necessary protection to the north and east, As to the open 

++back door" to the area, EADF proposed a zone varying in width from 

fifty to one hundred miles in a semi-circle enclosing the defended area, 

at the minimum distance of 150 miles from the vital targets& However, 

the EADF proposal for a Domestic "strip" ADIZ happened to coincide with 

a major change in ADC defense strategy, and the proposal was lost ~JI the 
1 

drastic revision of identification plans attendant on the new policy, 

III . 

The appro.aching maturity of the continental air defenses during 

1951 prompted many evaluations of the air defense program for the future9 ' 
not on2,y within ADC Headquarters but also among other agencies, such as 

the Rand Corporation, and the weapons System Evaluation Group,J(WSEG). 

The total effect of these’examinations of the air defense system was to 

cause major readjustments in ECUS thinking about the strategy of air 

defense weapons deplopent 0 In particular, a study by the Weapons 

System Evaluation Group had an important influence. 34 
It was proposed 

by the WSEG that air defense resources be concentrated in the most vital. 

areas of the country and that such resources be distributed around the 
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perimeter of the defended area rather than evenly throughout the area, 

Early in 1952, ADC informed Headquarters USAF that it sub- 
35 

scribed to the principle advocated by the WSEG, with some modifications. 

There were to be three major target complexes in the nation which were 

to receive priority in the deployment of weapons: the Northeast, the 

Northwest, and the Los Agneles-San FrancAsco areas0 In addition, two 

wisland~r-type defense areas outside of the priority areas were also to 

be defended: the Albuquerque and Oak Ridge districts, 

The defense of the above-mentioned areas was to be accomplished 

by the formation of a double perimeter around each of the areas in which 
36 

air defense weapons were to be primarily concentrated+ This principle 

had an inevitable effect upon identification planning, By the spring 

of 1953, a new identification plan based on the double perimeter theory 

had been developed. 

In the new plan, the defense areas encircled by the double 

perimeters were to be closed to all penetrating air tmffic except 

through designated corridors, along which were to be located compulsoxgi 

reporting points, AC&W stations with radar coverage over these corri- 

dors were to be assigned the function of identification. Coastal 

stations were also to perform identification functions until such time 

as adequate facilities were made available to extend the functions of 

detection and identification further out to sea* In addition to 

stations within the double perimeter lines, single lines of radars 

called "alerting linesw were to be established in other key areas, 

ieerg along the northern border, through which were to be designated 

corridors and compulsory reporting points for aircraft penetrating the 
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border into the United States. In all of the double perimeters there 

was to be ftdown to the ground” coverage and all aircraft which pene- 

trated the zones were to file mandatory flight plans+ In View Of the 

fact that the coverage of the existing and programmed radars would not 

provide the necessary coverage at low altitudes, small radars with 

automatic reporting facilities were to be emloyed for that purpose, 

It was estimated, however, that pending the implementation of the small 

radar program, the Permanent and Mobile programs would provide a 

detection capability along the outer perimeters at approximately one 

thousand feet above the terrain, a capability which would be sufficient 
37 

to plat)e the identification system in operation, 

By the end of 1953, however, the ADC proposal to reorient its 

identification zones to the double perimeter concept had not been 

approved by Headquarters USAF. In any event, USAF% failure to approve 

the plan up to this date did not seriously jeopardize ADC+s new pros- 

pects> because the new identification policy depended upon the actual 

implementation of the double perimeter defenses which were still in 

the planning stage. It was hoped by ADC that the Mobile radar stations 

would become a reality during 1955, at which time the perimeters would 

. be formed, and the new identification policy could begin to operatee 

Fending the implementation of the new double perimeter identi- 

fication plan, however, certain modifications in the existing AIDIZts 

were deemed necessary* On 16 Septeniber 195’3, AX proposed that changes 

be made to the boundaries of the existing ADIZ’s, 38 

The most significant feature of the proposed changes was that 

which concerned the long-standing difficulty over the tortuous Inter- 

national Boundary ADIZ ;in the Great Lakes are& 

U~~~~~~SlFl~D 
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that WF?s previous efforts to strai@;hten the identification zone in 

this region had met with failure because of the violation of Canadian 

sovereignty impILl2cii-t; in the proposaf. MXVs request of September 1953 

brought up the question once more. This tbne the outcome WBS happier. 

Between Salt Stc Marie and a point on the Bine border, a Ssctzr%ty 

.' 'Identification Zone (SfZ) was established, by the Canadians, twenty tiles 

wide and from the ground up. In *he&me area, the InternatSonal 

Bo~~~dar$ Zone, which raow served no purpose, was ellmLna.ted, The effect 

of the new SIZ was Lo g2ve the EADF defenses 8 much-needed addLtiona1 
_. 

period of early wzuning in that area-on flights headed towards the 
39 G.. 

United States from Canada. 

In addition to the significant change noted above, other modl- 
40 

99cations were made in existing AIXZ boundaries. Betwecla the. North- 

west aDI% (now renamed the Seattle ADIZ), and the San Fkpancisco ADIZ, 

on the Pacific Coast, a large &sp in the AD12 coverage had existed. 

This gap was now eltinatelt by extending both of the neighboHx?g ADTZ's. 

Another notable &ange was made in the WeapoLis area* The very large 

,ABIZ there was trimed to elitinatc %he coverage In MzLnnesok, Iowa, 

South Dak~f~, and &bra&a, At the same tine, the Great Falls ADJZ 

was extended westward to embrace a SRELL b&L of territory prcv$ousl.y 

contained In the Seattle ADI!L The Kno2xille ADI2 also underwent some 

modWioations in the Northern ani southeastern peripheries of the 

boundary, Simultane~wly with %he changes ttlrtde 9n the A~E&XUI ADI!Ps, 
41 

ratisions wtze made by the! Cm&d-s in. the Canatlti ADIZ boaxndar9es. 

However, no significant ct-aranges i~ ident9fLcation procedures was 
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~JQJ~EX~ by all of these changes. 

Thus, by the spring of 19sL, at which time ADC's recommendations 

were carried into effect, the penultimate revisions were made in the 

ADIZ configuration. It was expected by ADC that the final step in the 

development of the identification zone process would take place in the 

near future by the scrapping of all of the existing ADIZ'sS and the sub- 

stitution in their place of the double perimeter identification system, 

IV 

The establishment of ADIZls Over areas of high traffic density 

caused hardship to the Air Defense Forces almost from their inception. 

The problem of identifying friends from foes in congested areas was 

especially critical in the WADF areas in Seattle, San Francisco, and Los 

Angeles, as well as in the EADF region. 

Early in 1951, WADF took the unusual step of establishing certain 

free areas within its ADIZrs on an experimental basis. 
42 

The result of 

this step was apparent almost at once in a noticeable decline in the 

number of unidentified tracks, 

The "free areaft principle 

felt was consistent with its plan 

within ADIZts was not one which ADC 

to cover all of the critical areas 

with a secure identification system* Nevertheless, in view of the l 

unrealistic practice of recognizing as.inevitable large numbers of 

unknowns within the system, and not being able to do anything ,about ito 

AU.2 decided, reluctantly, to sanction the WADF experiment, On 13 April 

1951, ADC decided to grasp control of the free area policy by defi&Q 
43 

the policy as follows: 

A "free area" is the air space over a limited geographic area 
in which all initial plot pickups and/or outgoing tracks are 

UNCLASSIFIED 



considered "friendly," thus eli.rxLnat~g the requirement for 
ccrrelation of large nwnbers of tra&s with flight pLayls in 
areas of h5igl-r traffic density. AddZtionaZLy, it eliminated 
the requirement for segregating, for identification purposes, 
local traffic, point to point traffic and traffic below 4,000 
feet not requiring fU&-& plans, in these areas of high 
traffic densitiy. Attempt is made to correlate xith flight 
plans a13 tracks in the ADXZ inbound to the "free area" for 
identification. The establishment of a "free area" requires 
surrounding radar and/or GOC coverage to enable identification 
of a11 aircraft bound to the "free area,'* 

The free areas were to apply only to peacethe operations and, 

depending on the Lr11~5nence of hostile air attack, they were to be 

eliminated and strict control of local air traffic imposed. In all 

cases, where the Air Defense Forces desired to establish such areas, 

ADC insisted upon complete justification, WNW, believtig that a 

"realistic approach is to accept the calculated risk," then proceeded 

to recommend free areas for the 25th, 27th, and 28th Air DWision areas. 
44 

ADC consented, reiterating that: 

It is desired to emphasize, however, that the "FTee Areas" are 
-n to be considered in the nature of a temporary expedient, wh%ch 

w this C0mn.d is prepared to accept as an interim measure in the 
interests of overall efficiency. It is a system which mst be 
reslricted to a miairn~~~ consis-tent tith operational require- 
ments and which must be abolished as soon as operatfondly 
practicable. 

WADF Readquarters, which favored the establishment of free areas 

as a calcula,ted risk, foresaw tne extension of the practice as the radar 

coverage expanded int;o new areas. Xanket permiss%on to extend the 

practice was bluntly denied by ADC however. IEach situation was to be 

determined on its meriix, and ev-ory effort was to be taken to elWte 

free areas where they had been already es-tablished, 
"115 

In E&IF% opinion, th.e entire nmttm of Vrec areas" was an 

academic one, in view of the fact that the most congested areas tithln 
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EADF were already unrestricted flight zones - there being no ADIZ 

covering them, and consequently no rec@-rement to identify traffic 
46 

other than the self=imposed requirement of EADFts making, CADF, 

however9 had occasion to ask for a free area in the Nlnneapolis ADIZ, 
47 

2nd in September 1.952, it was established, 

In spite of the three free areas established in the WADF area, 

that command was sLilP hard put t0 distinguish friend from foe in the 

non-free areas of its three ADIZBsO In February 1952, XADF proposed 

that aircraft which were detected proceding towards the target areas 

in the San Francisco and Los Angeles districts from the northwest9 

north, or northeast, be identified regardless of whether they were 

detected in a free area or noto Al-1 other aircraft which proceeded 

on a coursc~ other than the above were not to be identified and flight 
lr8 

plans on them were to be retained by the ARTCC until. needed, Also, 

al.1 aircraft proceding at a speed s2ower than kSC miles per hour were 

to be ignored, ++thus e%iminattig the need for identifytig most private 

cSNiLi.an %ircrafL? Needless to say, WADF did not recommend such 

procedures for the Pacific Coastal ADIZ, Apprctval by ADC was granted 

to EADFcs recammendations, and the additional exemptions were put into 
b.9 

force in the 27th and 28th k-l_r Divisfon areas in March 1952, Again, 

in the la,tter part of l.S;5f3, the 28th Air Division was forced to make 

an additional c.omprom3se0 Tracks whi.& penetrated the Division's 

zone from the 27th Air Division secf,or to the sough and which had been 

carried %s pnrtlmown in the southern sector, were to be continued as 

unknown in the northern area6 In effe&, this put a lower priority 

on such tracks, affording an opportunity to mncentrate the little 
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Lxlterceptor strength in the division against them? tracks whose pro@ess 
50 

were coqletely unknown. 

Like the AEiZ's, the free areas were also dormed by the decision 

to create a double perimeter identiftcation system, and AM: was prepared 

to breath a sigh of relief when they were abandoned. The very existexlce 

of the areas implied defeat in ADC's program tb identify all traffSc 

above a critical target* so far as EADF was concerned, both the decision 

to scrap the AllIZ% in fa'vm of the double perimeter concept and E's 

concession of the f'me areas, was in i-2 qCni~n, justification of its 

stand that only a perimeter-type identificatian policy ms practicable, 



At the Jest CM-WADF cunf-e heId at Kirtlmu3 

Base, it was decfded that fli@t plaa data could be mbre effectfveky 

tiSss&ted to the ertr defense systemby the ARXX's if a nu&er of 

CAA cmtroUera were pdsitiuned at the Latter installation to devote 
1 

their entire attentim to this pwlpose* TkeCAAwaatoappoi33ta 

ntier of these "mmmity controllers" at ttic kk;l~-:,-k";~: AREC for a trL.al 

p@rZsd. The test was to determine whether the /A.RIEC was the pmqxzr 

I.mzat&on for these permns, or if it was more desizable tQ have thm 

stationed In the air defense control center itself, as w suggmH& 
2 

by the cmmmder of the ath Air Mtisim* 

The Seattle "13ecurlty c~ntruller" cslrpertint was 3ndiated an 

hgx%vmt mar the old mAhod, but there was still room for a bet- 
3 

system. on 31 octbober lgp, the Jobt CAA-USAF planning boeuud ccsnvened 

at SlXalddt~ AFB, arid one of its recmtitim wm3 that afreraft I&V+ 

zumts Ide&Mkatian Sections be established at §eattLe a& Bos'l;orn for 
4 

& tti1 period of six mn+&s* These sections were to be Lmxt@d In 

the ARTGCts, and their purpose wcmld be to supply the air defame 

directim centers with screned flight plsll d&a, dissemk=W no 

earlier than fifteen IJ?inutes befar'? the aticr8ft 

to penetrate an ntr defense identification zone* 

per-M unit was % be Byrne dux- the trM. 

Fbrce * The offbdd request to the CAA was m&e 

cmlFebrum?y IBl, titha requjmment; th&bckh 

in cpstion was expected 

me cost of the es- 

periodbytrse A%r 

by rre8d~rs USAF 

of the ilImxvs be 
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5 
operational by 1 March 195;1& 

After some during which both of the Air Defense Forces 

expressed considerable impatience, the two AMIS% were placed in 
6 q 

operation late in May and early in June lysld Standard operating 

procedures for the Seattle AMIS were prepared by the 25th Air Division, 
7 

and similar instructions were issued for the Boston AMIS by EADF,. 

ADC was requested by USAF to monitor the experiments, to draw up firm 

requirements for additional APESis, and to prepare detailed cost studies 
8 

for expansion of the sections in other locations* 

i It became quite apparent almost as soon as the Seattle AMIS 
c. 
1 . r f I began operations that its value to identification would be quite great. 
L 

As early as 12 June 1951, less than a month after the unit had commenced 

operations, WAD?' recommended to ADC that it be retained on a permanent 

basis, and proposed that similar units be created in all the air division 
9 

areaa of WADF. CAJX? entered the lists on 19 June 1951 with a recommend- 
10 

ation that an AMIS be created to service the Minneapolis AWL ADC 

was obliged, however, to refrain from acting on the CADF suggestion 
11 

until the two experimental units had been properly evaluated, 

By 4 August 1951, Western Air Defense Force Headquarters was 

satisfied that the AMIS experiment was a success and again repeated its 
12 

requirements for additional AMISS, It was recommended that AKWs 

be set UP permanently at Seattle, Los Angeles, Oakland, Great Fall-s, 

and Albuquerque, 

A preliminary evaluation of the experiment at both ARTWs was 

prepared by ADC and submitted to USAF on 15 August 194;ls indicating 

the Qndoubted desirability of establishing these and similar units as 
13 

integral parts of the Although the trial period 
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L WAS not yet over, in view of the anticipated establishment of additional 

LEXWs in September, AIX: felt obliged to ask 
14 

A&ES's to the new ADIZ areas. 

for an expansion of the 

The questibn arose at this time as to whether it would be proper 

for ADC to designate the location Of the new ANIS%, or whether it was 

better that .&DC m&e its demands for flight plan information in certain 

areas known to the CM which would then take action to establish the 

units in the n3.ost appropriate locations, 232 a conference in August it 
15 

was decided to follow the latter course* Studies werel;onducted by 

all the air divisions to determine their specific needs. 33y26sep- 

tember 2.951, AX! was prepared to give Keadquarters USAF a detailed 
1-7 

requirement 013 the subject, WADF was to get AMISS in the Seattle, 

San FYancisco, LOS Angeles, Albuquerque, ayld Great &Us zones, as 

well as a "clearing house" to service the Pacific Coastal zone and 

the International Boundary ADIZ to the north, Central Air Defense 

Force was to get an AMIS for the Minneapolis, Knoxville, and titer- 

national Bound.ary ADIZ'S, EADF was to get an AMIS for the Bangor and 

Traverse City area, and one each for the AMantic and International 

Boundary Zones. In all instances, the specific dire&ion centers 

requiring fli&t plan data from the ANE3*s were indicated. AK noted 

that requirements would be susceptible to change as the AC&W prom 

expanded and new radar stations:were interspersed tith the old, thus 

altering stat2on tictions. It also pointed out thaf; there were 

'differences in policy between the defense forces. EADF, for exaJ%Ple, 

was interested Only in those fU.ghts which indkated movement to-d 

its region of air defense responsibility, whereas CAJX' was seriously 
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considering the possibilSty of identifying only air traffic southbotmd 

across the northern Border into 'the Great FztUs and Minneapolis ARIZ's. 
18 

. A priority Listing was as foYLows: 

Firs-h Priority (ADE?Z3): 1) Seattle; 2) Bangor; 3) San 

Ekancisco; b-) Los Angeles; 5) Albuquerque; 6) Minneapolis; 

7) Atlantic; 8 Pacific 

Second Priority: 1) Great Falls; 2) Traverse City; 

3) KnoxvilleQ 

On 21 September 1951, the CM published its formal. evaLmtfon 
19 

of the AMIS expex3ments at Buston and Seattle. Conclusions reached 

were that cen%ralized AMIS's were highly desirable, and that the sections 

should be independent facilities with characteristics which would allow 

establishment at any desirable location, regardless of the number OF 

locat5.m of mTc@“s. Before any long range and permanent commitments 

Were made, it was recommended that further experimentation be made. 

On 19 October, ADC forwarded to the Defense Forces a sumested 
20 

procedure for AME+. A feature of 

of a ring of three concentric circles around the core of the identi- 

f S2at-ion 'zone w These mythical lines, called "X-Ray" lines, were not 

this procedure was the creatlon 

coincidental with the outer boundary of the ADZ but were drawn to 

provide the air defense system with stificI.enl advance notice of the 

approach of ajrcraft in the direction of the target area. It was to 

be the fu.nc-kLon of the AMISS to preplot flight xmvements in relation 

to these lines, Tkms, for instance, an aircraft inbound to the ACIICZ 

would be preplotted to the outer ring of the X-Ray lines, if it were 
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PZyAng at an aftttude of fifteen thousand feet or higher; to the middle 

ILne, if at an altitude of five thousand to fifteen thousand feet; and 

to the inner line, if at an altitude of five thousand feet or less. 

Flight information indicating a penetmtion of the international bowdary 

was 'r,o be preplottcd to the outer line regardless of altitude. Data 

WELS to be b?EUXmitted to reach the appropriate mlX,’ no sooner w 

fifteen minutes and no later than five minutes prior to the arrival of 

a flight over es"cablished X-Ray lines. 

AN's enthusiasm with the success of the Boston and Seattle 

experiments bore fruit at USAF' Headquarters. On 2 October, USAF asked 
21 

the CAA to retiin the two experimentil AMIS's on 8 permanmt basis. 

Until the end of Fiscal Year 1952 (30 June 1952), USAl?was to provide 

the necessary funds to CAA to permit continued operation of the two 

units. After that time, USAF was to submit cost estimates TV enable 

CM to budget far an expans9on of the ANIS program on its own account. 

Having won the tacit approval of Headquarters USAF fur the 

prodect of extinding MSts to other identification areas, ADC bep 

to organize its effort to make plans for the expansfon. The question 

of the victual location of the AMIS's, i.e., whether they were to remain 

at the control centers of CM or be moved to the air defense control 

centerw was r;et%led. in short order. The advantages presented by 

location of AMZ3;'s at the AR!ICCts were great. The personnel of the 

CM were skPZEed 5n their work, the infomtion was easily available 

to them, and there was no dearth of -power or 
22 

in the event of a mili%93-y emergency. It was 

fu4IS's in the rnEC 's. 
~~~~~~,~SS~FlED ’ 

talent in the AR!ECYs 

decided to retain %he 
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The question of financial obligations was a time-consuming 

one and held up the implementation of the AMIS extension program for 
23 

what seemed to ADC an excessively long time* Although ADC had 

prepared its cost estimates in short order, with the speedy coopera- 

tion of the CAA regional offices, on a higher level the decision as to 

an equitable financial arrangement bogged down, Fearful of the delay 

in establishing AIKWs,ADC determined to inst&tute f%ecurity control" 

services 2n the pertinent ARTCC% similar to those which had existed in 
2L 

the Seattle ARTCC before the AMIS program was embarked upon. Such 

security control detachments were needed urgently in the Minneapolis, 

Detroit, and Great Falls ARTCC%, None was needed in the new Bangor 

;RDIZ area in view of the fact that the',3xisting Boston AMISwas capable 

of servicing the ADIZ to the north* 

Efforts to obtain speedy action were continuous during the 

winter of l9~l-~Z, but to little avail, In the spring of lSsZ?, ADC 

renewed its campaign at USAF Readquarters to get either security contra: 

detachments or AXWs established, pointing out hat the period from 

April to October w&s an especially favorable one to the potential e~qy 
25 

for launch5ng a long-range attack against the United States,, At 

leas& ADC pleaded, a security control detachment in the Great Falls 

area would be an immediate relief, ADC offered to reimburSe the CM 
26 

for this service with its own funds. 

In March 1952, Eastern Air Defense Force informed ADC that it 

had requirements for AMWs in Washington, New York, Boston, Toronto> 
29 

Detroit, and Montreal6 Of these2 only the Boston and Detroit AMISts 

were to semice flight plan data concerning existing ADWs (iaesg the 



33angor and Traverse City &XZ%L); the others were to provide EADF with 

flight infamtion which that cormand felt it needed for the f3lfilLment 

of its identification reqtirements outside of AIXZ boundaries. 1-b will 

be recalled that, even though no ADTZ had been established for the EADF 

/ area as a whole, that command had established, entirely on its awn, a 

Perimeter Ident5fication Zone around its area which served as a wide 

to its own units in the matter uf identification. E.ADF consequently 

felt the need far flight plan information throughout its area. 

Again, late in March, AX! asked USAF to set up securoity can- 

trollers in Great Fails, this time adding the Chicago and Minneapolis 
28 

JIREC'S as sites for security control detachments. It was m's 

' proposal to remove the security controllers at the Cleveland ARTCC 

and transfer them to Minneapolis, and to transfer somz airmen to Chicagu 

for a period of at least sixty days to perfom security control functions. 

ABC indicated that the detactients must be in functioning order no later 

than the 15th of April in view af the seriousness of the air defense 

situation. 

IvPuch to AD@% gratification, it learned that CAA had already 

takexl steps to get security controllers at Chicago, Minneapolis and 

Great Falls. This was to be done at no expense to the Air Force, 

provided that the Air Force supp25ed funds at the beginning- af the 
29 

following fiscal year for cantInued operations. OH1 learning from 

USAF af this splendid piece of cooperatiun by the CAA, ADC task care 

to poin9; out to USAF that there was danger of killing the goose which 

laid the golden egg unless USAF was prepared by 1 July 1952 to trans- 

fer the necessary funds to the CAA- fu? mlementation of the AMIS 
3Q 

p;r0g3XZ& i jTl .KqFI,fTJ 



The recommendaLion which was mde by %fUIF fur security control 

service in areas outside of ADI2 areas, touched off a ne%f l;lne of 

departure in the entire matter of AEKE-tme units, CAA noted that 

there wauld be no financial difficulties attendant an the continuation 

of security control type detachments in Skw York, Washington, and 

CZevelarzd,, but that the provisbon of such units in other non-AJIIIZ 
33. 

AYREC*s was a large financial question.- ADC pointed out to CAA in- 

form1Ll.y that it was beccming apparent that such detachments might be 

required in all other ARTCC's under the control of the CM throughout 
32 

the nation, both for training purposes, and for use in an emergency, 

The CM informed ADC that there would be no objection if the AX radars 

in areas outside of ADTZTs connected their Iand Unes to JQWCC~S, but 

noted t&t there would be no guarantee of' regular CM service to (X!X 

s'cations as a rem& but only to the extent of the workload of the 
33 

ARTCC's at the time of the requests for info-m-t;ion. 

It bxrned au-k that AI% had been too optimistic about the extent 

of security contml service outside of AIILZts,, ENZ' indicated that its 

requirancnts were limited to those ARTCCps already mentioned in its 

pretious rccumendatim~ WADF had no additio;nal deeds. CALF, 

however, felt -t;'ne need for secm3ty controllers in Gmsas City, St, 

Louis, FOYL Wor-Lh and San fuakm.icJ~MECis~ SO it turned out that the 

only outside-of-ABIZ dctachmmts xh.kh woTAd be required jn addition 

to those already operating the EADF area, verc those just mentioned. 

?he go-ahead signal was given to CAA by ADZ fog full-time service at 

the above-mentioned ARTCC~s CXI 9 July h952, with a tender of $L37,000 
34 

for the service during Fiscal 'Itear 3-953* 



At: long last, on 10 July 19$2, Headquarters USAF info-d AI>C 

that the financial problem had finally been resolved with the CAA for 

the provision of AIQS service at the re&aining AD12 areas, and author- 
35 fzed ADC to proceed with implementation of the program. In due time 

the additional personnel were acquired by the CAA and the necessary 

communications links installed. The new program promised many advant- 

ages in the way of more effective identification of air traffic. 

Certain advances were already visible in the noticeable improvement 

of identification in the Boston area where the operation of the AMIS 

at that location was responsible in great part for increasing the 

number of identified 

average of more than ninety percent of the tote1 detqcted traffic, 

Provisions were also made for creation of security control units at 

aircraft from an average of sixty percent to an 
36 

the ARffCCls outside of the established ADIZ1s4 
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TRE IDENTIFICATION OF COASW AIR 'JZRAFFIC . 

The seaward approaches to the continental United States were 

long recognized as critical areas for identification. The earliest 

.attempts to identify air traffic in the post-war era were made on inbound 

traffic from the oceanic approaches to the Northwest and Northeast re- 

gions, During 1950, the meager identification barriers along the coasts 

were extended to incltie the shoreline off San Francisco and Los Angeles. 

In the east, the coastal identification line was drawn from Maine to 
1 

Virginia. 

The reqtirement for identification of air traffic in the coastal 

areas was given official recognition in both AFR 60-22 and in the CAA 
2 

Regulation Part 620 which were published in the latter half of 1950. 

Tm Coastal ADIZ's were created, extending from the shoreline to a 

distance of approximately 250 miles to seaward. 

During 1-950 and 1951, identification of inbound oceanic traffic 

continued to be a problem to both EADF and WADF* In the Pacific zone 

area, particular concern was caused by the fact that airline flights 

from Ha3zaii to the rmainland frequently deviated substantially in their . 
estimated time of arrival and -@heir landfall points, Such deviations 

made it impossible to correlate flight plans within the allowable 

deviatrion limits of twenty tiles a;hd five minutes, requiring costly 
3 

interception uf the aircraft for i&ent%fication. 
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To thr; comder of the 28th Mr Division, in November J-950, 

the deviations were not entirely due to the indifference of the airline 

pilots, but r&h er to the fact that "air navigation, while entirely 

adequate for getting an airplane from Hawaii to the mainland, is not 

reltable enough to @ace an airplane within five minutes and twenty 

miles of a given identification point much more than fifty per cent of 

the Mmer" A typical instance of the problem of identification along 
4 

the coast was cited by the same officer: 

A WADE' radar station in the San F!rancisco area has ident%fied 
a fU.ght "X" by virtue of its being within Con&C prescribed 
lititations for "on time" and “0x1 course”. At the same time 
intercept action has been taken to identify an unknown flight 

I 

as much as f%fty miJ.es off course. The intercepted flight 
has turned out to be the actual flight "X" and before the 
erroneously identified target could be checked it has reached 
the theoretical bomb release line. These false identifica- 
ttons hexe occurred entirely too frequently to be disregarded. 

The general problemSwas presented to Headquarters ConAC by 
5 

WAlDF in November 1950. WADF laid primary emphasis in its analys5s 

of the situation upon the need for high-powered directfonal radio 

homers (six hundred miles range) to assist‘pilots in making landfall 

in the Seattle, San Francisco, and Los Angeles areas. WADF% request 

was supported by ~rline companies which i3ew the Pacific route and 
6 

by the CAA. 

WARPS predicament was well-illustrated in March 1951 by an 

incident concerning a Belgian airlIner. Failme to correlate flight 

plans on this Anbound aircraft made interceptIon necessary+ When the 

WADF fighter pilot successfully mde interception, the airliner took 

violent evasive action of a type to be expected of & "hostile" aircraft. 

No positive action I@Q~ taken by the fighter pQot, of course, but the 

UNClJ&S\fV3XX~ 
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incident strengthened WADF's position in its request for xnOre realistic 
7 

identification aids along the coast. 

E&stern Air Defense Force was also plagued with difficulties in 

identifying coastal traffic. Naval carrders were wont to conduct exercises 

along the Atlantic seaboard, and Navy aircraft fkequently left their carrier; 

may miles offshore and proceeded towards naval a-ir stations on the shore, 

toting within air defense radar surveillance and causing EADF units to 

scmmble aircraft against them for identification. These incidents occurred 

with such rearfty that the repetition of false alarms, in %ADFls q&lion, 8 
had the effect of reducing the alertness of the air defense system, 

It has been mentioned in the previous chapter that one of the 

grievances expressed against the first vers&m of AFlR 60-22 by EADF was 
9 

the fact that the Atlantic Coastal AD3Z began flush with the shoreline. 

In view of the congestion of naval. aircraft offshore, EADF believed *hat 

the situation would be partially eased if the coastal ADZZ wuuld begin 

about twenty-five miles out fmxn the shore, thus making ft; unnecessary 

to identify naval aircraft maneuvering up to twenty-five tiles offshore, 

The necessary revisions to the regulation was made early in lg51t Bzxt 

the revision did not prove to be a panacea. The 26th Air Division, 

chief sufferer from these naval exercises, pointed out to higher head- 

quarters that its records showed that the peak embers of ~owras in 

its area, coincided with periods when the NaVy was conducting maneuvers 
10 

in adjacent ocean areas+ 

The Navy was not ignorant of the mjor operational problem 

it was causing EADFo Joint conferences between ENN? and the Eastern 



$ea Frontier resulted in agreements as to identification procedures 

to be fallowed by the Navy. These procedures were tested during a 

Navy exercise in May 1951. Although the Navy established in airborne 

relay station off the coast near Atlantic City to make sure that flight 

plan information reached IQ'S facilities on the shore, the r.m&er QI 

unknowns remained very high during the exerciser In an analysis of the 

problem it was the opinion of the 26th Air Division that the Naval pilots 
11 

were not adhering to thejmvcedures agreed upon. 

EADF was not unique in its difficulties with military pilots. 

WADF experienced trouble with MATS aircraft flying through the coastal 
12 

zone: 

Records i.n this Headquarters reveal that of 760 overwater 
flights entering the Pacific Coastal ADXZ in January 1951, 
242 flights were unknown. Of these 242 flights, 41s were 
later identified as MATS aircraft. 

In calling the matter to the attention of Headquacrters USAF, 

ADC recomended that AJ?R 60-;lr2 be mde mandatory reading for MATS 
13 

pilots, On being informed of J&DC's complaint, however, MAE3 tiger- 
14 

ously denied delinquency, Wh&tever the actml merits of the matter, 

the controversy served to highlight the predicament in which WADF 

fvmd %tself in not being capable, for whatever reas& of coping with 

the problem of identification of inbound aircraft, 

EADF% and W&IF% difficulty Ln rdentifying oceanic flights 

did not fall on deaf ears at ADC Eeadwters. In October l-951, m 

irsjeomed both.submdinate commands that it 

lieved would go a long way in reducing the 

had a plan wMch it be- 
15 

.' 

number of unknowns. 
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ADC recommended that certain ports of' cleadng authority shot&l 

be designated for aircraft departing for the Unif;ed States. These ports 

were to have security personnel to inspect the aircraft and hold brief- 

ings for pilots on identification procedures. XXI addition, corridors 

into the boundaries of the United States were to be prescribed, The 

corridors were to be located ia areas where there was rmutznnUrm detection 

probability. The tetnnination point of the corridors was to be so located 

that ;tntarception and enggement could be made before the theoretical 

bomb release 1Sne was reached, The Flow of Waffic through these cord- 

dors was to be lfmited to the capability of the air defense system to 
16 

monitor and identify this traffic. 

The AR? pa also provided for authentication procedures to be 

used by the aircraft -pilots, In the event authentication was not possibly 

gilots were to be obliged to land at an alternate airport within radar 

coverage, away from a poss3bI.e target. The corridors were to be demarcat 

to incoming aircraft by navigational aids which were to extend beyond the 

maximum detection capability of the contfrren’kal, radar system, Comments 

were called for from the Defense Forces to the proposal as well as con- 

crete suggestions for its imglementation. AXKITs suggestions were not 

limlted to tibmd traffic from the OCBS,P only, but also u&xded air- 

craft crossing the Camdian and Mexican boWlarLes. 

The reaction of the Defense Rmes and their mr D$,visions to 

the ADC proposal was uniformly favorable. EP;DF, in subm$ttfnS its im- 

plem%ntation p&n, po3.nted out the advantage of having r&r-eqtigped , 

picket staticm in the Atlantic as com2dor desimtt;ars+ ml? also 

UNCLASSIFIED 



f&vOred a check point OVer the gXm& where lcn+altitu& identificatf.on 

could be mde of the aircraft being identified. In subscribing to the plan, 
J-7 

' EADF expressed eagerness to put IL &n-to operation without delay: 

This headqua;rters fitly belLeves that unless the identification 
requirements on our perimeter ~JX We more stringent, there is 
little likelihood that we wj.11 be able to detect the initial 
sneak attack. 

18 
WADF's attitude was also very favorable to the plan. The way 

was thus cleared for a trial of the p&n, and the 28th Air Division was 

chosen for the test. The code name "Porpoiseft was assigned to the opera- 

tion. 

For the purpose of the test in the San Francisco area, eleven 

corridors were established, centering on the hone beacon at Pescadero, 
19 

California. The signal from this hcming station was audible several 

hmdred miles at sea. The plan required that pilots be briefed befure taking 

off from Hawaii for the coast and that each be provided with a sealed en- 

velope containing his approach heading, the maneuver to be performed and 

the code word for his flight. The flight plan on each flight was filed 

in the usual mmner except for the secret information given the pilot 

which was passed in code to the ADDc where one officer only was authorized 

to decode it, 

Pilots wmx required to proceed to the point-of-no-return before 

opening their secret instructionsl When within two hundred mills of the 

coast, the l&&t of the radar rage Of the direction center used in the 

test, the pilot had to enter his assimed corridor and follow it directly 

toward the beacon, ff the pilot failed to stay within 

maintain his time requirement, the x-- station cot&d 

his corridor or to 

challenge him to 
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perform his mmuever and to give his code word. If correctly done, he 

would be permitted to proceed without further interruption, but if he 

failed to answer the challenge correctly, he would be subject to inter- 
20 

cept action. -. 

Vpcration PorpoSse" was cunducted fron D-31 March 1952, with 

satisf@ng resuXs. In fact, navigation improved as pilots b&came 

familiar with the procedure. Pilots took more Loran fixes as they 

approached radar cover, thus reducing the nmbar of deviations from 

assimed curridors. With a plus or mims ten minute tolerance pern&tte 

one hundred per cant of the pilots were able to meet the ts-meZ requireme 
21 

by the c3.ose of the test. 

Wing the test, the nmber of unknowns caused by deviation fro 

flight plans was reduced from forty per cent to five per cent. An eqw 

important reduct%on of frum sixteen per cent to three per cent in the F 

ability of a hostile aircraft being mistaken for a Friendly aiscraft oc 

curred during the test. 

As a m%mlt of the success of the test, the multiple corridor 

system was adopted as a permanent operation for the 28th Air pitisfon, 

tit& some slight modif5cations. The success of %rpoise" warrated, 

in the opin%on of ADC a similar test on the East Coast, and 33ADFwas 

ordered to conduct such a test using the radio beacon at Nantucket 

Island, with the radar at Camp Kero monitoring the approach of the 
22 

penetrtiting a5rcraft. 

Before the test got under way, how&cr, ADC was sufficiently 

convinced of the value of the new system to present Headquarters USAT 



remained deadlocked so far as the AUantic City multiple corridors 
25 

were concerned. 

EADF was finally successful in establishing a system in the 

Nantucket area off Boston, Even here, however, the system was LWited 

to a thirty-day test period because of the d;lplomatic probkms atten- 

dant upon coordinating with a layg;c nwnber of civilian and military 

atiation agtncfes, The test, rather belatedly, got under way at Nan- 

tucket on 20 Wch 1953 though it was necessary to eliminate one of the 

corridors extending from Boston towards Yarmouth ti Nom Scotia because 

of interference with Navy exemise areas, 

!The conclusions derived frorrt the Nantucket test wt?%e vitiated 

to a large extent by the unf@orable conditions under which the experi- 

m-t WSS conducted. In the first twmty-two days of the tes'c, only 

twenLy-eight per cent of the aircraft operating in the Nantucket arta 
26 

participated in the operation. Thi,s low percm&age ww attributed 

directly to the absence or lack of qtiificd pcrsowel at foreign ports 

to br%,ef %I23 pilots on their role. Mmzh of the briefing for ci~A1 air- 

lines pilots had been left in the hands of dispatchers, weather officers, 

and other personnel without operational eqeriencc. In mray instances 

there were no personnel at all on hand to conduct a briefing, and at 

places like Shannon, IreXand, Prestwick, Scotland and Keflmti, Icctid, 

pilots were hanclcd the e~velopc containing instructions on the multiple 

corridor plan without f'm?Acr explanation as to its use* Because of 

the resulting confusion it was agreed between EADF md ADC to send 

officers or tmticd aimm to bc stationed at specified foreim aimorts 
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ta brief all outgoing pilots. Eventually, eleven of:ficers were sent 
8 

cm -kmp?!srary duty for this pu.qmse+ 

These pilots participating in the Test of the M&tiyle CXTid3r 

Tdentifieatioc System (!JXMCIs) at Nantucket were of the opinfolz that mcwe 

navigational aids vcm.ld be needed to &de them to the prc~l?e~ ;::c~~-id.m? 

md tc keep them within the czunfimzs. The defiicier..i:y w%s II.0 lleim to 

either ADZ QT EADF, and it had been a lmg-standing cmqlafr& ~2 WW?. I 

%rwever, pezdiEg develcqment of better eq.Cpmmzt by 3~2 f:k &+sza:f:L 

and Develcpuxdi Cmmzmd there was little G-m-t; er>?;ld ba &me, 

A statistical analysis c;f the T@&KXS operaticm ad + $$J@ reveal&. 

that the commlcation methods being used to challenge incm~+iz~ a~~c:m.ft 

were cmbersom and resulted in excessive delays between detec"1.1m ad 

ide+ntification, It tuok an average :sf eight MAmt33 5.3 idc3AY\~ an ai:3- 

cTa~5 aftte2 a challenge had been issued. 'l3-e o:rPginal pti called for 

direct ccmnunicati~m between the ra.dar statIms and iu%csund aLm::a%, 

but with no equipment available it had been agreed th,at the MA. vatid 

xake all challenges instead, "cEz-u,s intrcductjsng an extra li3.k in tke 

1;:tyg-in. of c~~~~z:~lti~~s l T&is &td.ay ~as Wq.@y reapxudble ?‘?‘r -be ex- 

cessiw ti-i-ix% rec:z-ed fw identificat%cc F&IF eve'& n&k -2e sq?Jp-i;J.on 

that the N&Qea&& ra&j,o beacon be equipped -LO %llo;a voice rr~dClati~~ 63 

b'L, c1-p liL.cL" _ the dPzcticm cmvter at N'o*yth Tjylxrs Xz-Lgh-b -tLxLrs:d t c?B2rer!..ge s z,i. - 

xwCl,y to t3.e aircraft, &Dr: ~ec~gn.:tzed the need fw strea222in5ag t3.e 

pr~ce&we but n&e& -t,h& mxbA.aticm. wcmld create Other techni.c,,zl difff.- 

cultics, and c~~un-&red with the suggestion that WF in @%X$XtXCtiGn with 

the c&l -b~est;fgate the ptl>~sibility of installing VW tranmDAm3 to 
28 

perfcm the same fumticm. 
li 
S%.)irii j,cLj~P~yfqyJ 
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In February l-953, BDC authorized WDF to establish a multiple 

corridor systera on a test basis for the 27th Air Division in the Los 
29 

Angeles area. Air traffic, i&mnd to the Los Axtgeles area, enter- 

kg on a flight path over Santa Barbara, was to be controlled by the P 

multl@e corridor procedure. Participation was to be vol.unta;Jry, as with 

the 28th Air Division TUMCIS. Here again there was beacon trouble. Only 

a VHF omni+ange faci19ty was available at Santa Barbara, having a range 

of only 150 nautical tiles, but in spite of this, the test began in May, 
30 

using four corridors. 

A short time after the Los Angeles Multiple Corridor System 

(WIS) became operatianal, the 27th Air Division requested an addi- 

tional. trf'an" to provide corridors for aircraft flying Znto the San Diego- 

Long Beach area. When the request reached WAIF3 that co-d wax ob$iged 

to coordinate the plan with the Navy, whose heavy traffic in the area was 

the chief cause fur the request. The Navy, however, refused to modif$r 

its training schedule to conform to the requirexnents of the multipfe 

corridor system. The plan was stale~ted, The installation of beacon 

facilities at San Diego for emxgency use only c&&d not be justified 

fn view of the considerable expense j,nvolved, and ixxune 

facilities depended upon the value to be gained in eliminating the con- 
31 

fusion caused by the heavy naval a2r traffic in the vicinity. 

Thus, by the end of 1953, mltiple corridor identification sys- 

tems had been established on a trial-voluntary basis in the Boston, 

San Francisco and Los .#?mgeles areas. PILam to establish systems in the 

Atlantic City and San Diego areas had failed because of the hesitancy 
g ~Qj,-~~~ 1 EO 
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of the Nav to modify its naval flying training activities LIZ those am%&% 

Plans to extend the system to other areas were nipped h the bud because 

of the non-existence of adequate beacon facilities. 

The matter of adequate beacon facilities had been broached bY 

ADC to ZEeadqmters USAF in mid-3.952, with a request for the development 

of a beacon capable of providing effective comications ad ho- 

coverage to a distance of five hundred tiles to seaa The event;ual develop- 

ment by ARE of the Consolan beacon promted AIN2 in October 1953 to re- 

itemte its recpest, emphasizing the need for that equipment. ADZ noted 

that the installation of the new beacons would improve navigakionel accuracy 
32 

to the point 

where no,more than estimated two per cent of the pilots 
shcmld m&s their assiged corridors against the f-if-keen 
per cent &33ing today. !I!hus, only two per cent will be 
subject to radio challenge and performance of the maneu-ver 
(virtually none miss the time tokrance at present at San 
Francisco) and the resxiit-ing 1~&~~owx1s should be one per 
cent or possibly less. 

The request for Consolan beacons were approved in prlrPnciple by 

Headquarters USAF, but it was called to AK's attention that jc?ne ins&&&t- 

%Cion of the beacons required expensive real estate acquisiticms because 

the two antenm.s wofid have to be erected about 23 miles apart, After 

an exchmge of tiews in which AIM remained adamant about the need for 

the new-type homers, USA3 agreed to approve a plan for the installation 
33 

of the miLtip3.e comidur system in two pbses* Phase I was to be 

limited to the standard tme beacons as soon as frequencies for them were 

made available. +These beacons were to be Located in the Point Conception 

and Atlantfe CSty areas* phase 13: was to be concerned with the conversion 



of the beacons to Consolan facilities "after the Multiple Corridor 

system has been smx=hlly established at all four locations." 

The four locations were in the Boston, San ??rancisco, f;os Angeles and 

Atlantic City areas. 



‘l3-u~ need for pMs to pro-de for the control of civil a.& 

miMzary air traffic in m eI?@rgency bad been realized as soon as 

the decision bd been made to es*blisfi m air defense in being in 

the spring of 1.948. At that z;b, ABC's commnder, General Stratemeyer, 

had called the serious deficiency h wrgcncy control plans to the 

attention of Headquarters USAF, advocating that USAF and the CM begin 

negotiations mediately towards -t;he protision of such a pIan. It has 

been recounted how ADC and the C&I, working together for "technical 

coordination" of the plans for emergency control, fbally cm up with 

such a guide pIan in the fall of 1%8, and hm Headwters USAF and the 
1 

CM Issued it as a joint pW i.n 4~A.l 199. 

The April plan, however, r~~~~~ined an academic matter in view of 

the non-existence of legal COXI%~~~~- tithermore, the air defense system 

Itself,during 19b9,was in nu ccm~it~on to fx%eCute the importit responsi- 

bilities which the plan impUSed uP*n ADC* lb steps were taken either by 

ADC or by CM to @..a12 on a more det;rziled l.~asis on the local level, 

In the faZ1 of 1948, &DC sUbdt*ea a pb for the control of 

dli'cary air traffdc iI3 ELIl emer43encY* B~aue Of the premtmity of the 

plan submitted 'by m, in view of Lhe =Y problems of coordination w9th 
2 

numerous miI.itirY agencies, -t;kze m pm %fas approved only in pdndple. 



As a result of the abortive nature of both of the emergency control 

plans of late 1948, therefore, there were no concrete pLans in force 

during 1949 and the first half of 1956 for the control of either mili- 

tary or civil aircraft during an emergency, 

The outbreak of the Kurean War in June 1950 revived activTty 

in this respect. On 10 August 1950, Headqmters ConAC directed its 

Air Defense Forces to make detailed plans with the CM Regional. Admin- 

istrators to control civil and military aircraft moving within the con- 
3 

kinental United States under emerg&nc$ conditions, In this directive, 

no reference was made to the existence of the plan of April 1949. 

Rather, a new set of guiding principles of a very general nature was 

laid down by ADC. Planning details were to be based on three conditions 

of alert: RED, QEUX!, and WHIE+ In a RED alert (actual identification 

of a hostile aircraft within an air defense sector) division commanders 

were directed to ground, disperse, or divert, at their discretion, all 

civil aircraft by the issuance of the necessary orders to the appropriate 

ARTcc*s* In a YELzx)W alert condition (attack likely) the CAA authorities 

within a sector were to take actions previously agreed upon between the 

CAA and the Air Division commander, During a WHITE alert (all clear) 

flyi;ng would be unrestricted, but in accordance with appropriate mUi- 

tary and civilian air regulations, 

The failme of ADC to provide more specific instructions than 

these to the Defense Forces, was explained to them in part by the in- 

formation that the @AA was planning to publish a civil air regulation 

which wov1d set forth the procedrxlces to be fo12orqed by ', 
civil aircraft 
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b the event of a emrgency, Emever, “in order to cover 
the interim 

period prior to this regulation being finalized, plans must be mxle to 

I. 

t 

A 
_ 

.‘ 

.I 

control aircraft upon declaration of an emergency by the Air Defense 
4 

Commander, " This generally worded statement had the effect of mking 

the divisional. oomder the arbiter of air traffic mvements in the 

This hasty d-irective was by no means a satisfactory one. For one 

thing, ma 

either AE 

principles 

very important indeed, no legal authority had been allocated to 

nor to CAA to restrict air traffic in peace or war. Also, the 

set down in the directive were so generally worded that Little 

event of an emergency. 

action could be taken of a practical nature by the air divisions based on 

its wording. 

CO~C WELS well aware of the shortcomings of its j.nstru&ions to its 

operating units. Nevertheless, in its opinion, time was of the essence in 

the hectic circumstances of the opening months of the Korean crisis. 3n 

its own level, Headquarters Co& began negotiations in earnest tith cm 

to provide the Defense Forces with a more concrete guide for emergency con- 

trol procedures, 

Fortunately, before the divisions had an opportunity to get well 

under way tith their planning, Public IAw 7’78 provided the machinery fur 

legal directives to control a-ir traffic during an emergency.' The Secretary 

of Commerce wwz to direct the preparation of the necessary regulations. 

Before the Executive Order was issued, so empowering the Secretary of 

commerce, however, the CJU tOok it 9011 itself tu order its regional admin- 

istra*QrS to begin pming with the ConACts division eomders for emer- 
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gency controls on a local basise IIn December 1950, CM Regulation 

part 620 ws issued, in general. terms notifying ckvil airmen that: 
6 

under emergency defense conditions which involved the national 
security l l . aircraft shaU be operated into or within an 
AJ)IZ in accordance with such additional special security in- 
struckions issued by the Adxinistrator as may be deemed nec- 
esiary for the identification and location ad control of a 
particular fright. 

The precise nature 09 the "additional special security.&struc- 

tion$' could only be determined, 69 course, after the question of emer- 

gency control prcxzedures had been carefully studied. The Local plans 

then underway would reveal, the requirements of the air defense system. 

During the latter part of 1950, planning on a local level pro- 

ceeded on a feverish pace. Other agencies also entered the scene -in 

plans for control of aircraft in an emergency. The Emergency Av%ation 

Council, representing thirteen national aviation organizations and the 

National Association of State Aviation officials, was also vitally con- 

cerned with emergency procedures, In December l%Q, this soup drew 

up a general mobilization plan and forwarded it to the CAA for dis- 
7 

tributisn, The plan ms a guide to mobilization plans on a state 

level. The effect of it was to put the whole state aviation effort 

under the state director of civil defense? who b~#s to work in coordi- 

nation with the air defense commander concerned0 The Defense Forces 

welcomed these plans and looked upon them as appendices to the divi- 

sion.aZ plans which they were busixy drawing up at the time tith the 

By the end sf 1950, discu,ssjons between ConAC and CAAbn a 

more elaborate wide for emergaxy measures reached fru5tion in an 



EAerU proposal. The proposal was developed primarily by CunAC and 

su"dtt& to the Joint CM-U&II? Mr Defense Pming Board ad to the 

National Security Resources Board. In both of these latter agencies 

my discussions were held and recommendations made* These Suggestions 

were subxxitted to USAp and Inany of them were incorporated into the do@u- 

ment. The plan was then issued by USAF, and distributed to the Navy, 
8 

the USAF commands, and to the CM. 

The title of the plan indicated that it WstS a "joint pls~2." In 

Pslity, however, it W&S drawn up entirely by CorAC, Based upan discussions 

with the CM and upon the experience of the preceding six months of local 

planz?ing on a division level. The CM was not asked to express approval 

of the plan, and when the plan was submitted to the CM, the latter was 

informed that the plan was an approved Air Force docment. Somewhat taken 

aback at this unilateral proceeding on the part of UGM, CAA nevertheless 

quickly gave its support to the plan as an immediate operational necessity, 

even though it had some reservations about it, In @he opinion of the CA.4 

the %&Mm" proposal was just that, and the objective of the ensuing 

months would be to bring it into line with the realities of the situation 
9 

as the CAA saw them. 

Sb~~eOuSlY with the appearance of the draft interim proposal 

in Dxember ~%% the CM, at the request of AD& issQed an interim plan 

Of i-t;& OW'% gOVe~~f3 "~erati0n.d Procedures for the Control of Eleetro- 
10 

magnetic Radiations", The Plan was approved by the Chief of Staff, USAF 

in January. 
* 

This titter plan, however, in view of the f&t %h”c no exam- 

tive order had been issued allocating responsibility fop the isE;m@e of 
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ContrQl mfw8.m~ fQr electronic err&nh~fOn~, WETS beffectual, though 

as a basic PluiW guide it proved invaluable during the period. 

ZI subtilting the emergency security control p.~an for approval 

to Beadquarters USAF, ADC was not too sangurlrze about its effectiveness 

SO far as the contxwl of military air traffic was concerned, 
dough 

provisions were made in the plan for the emergency control of all air 

traffic, m pointed out to USAF that it was dofitful whether the other 

USAF' ColJrmagds ad other services wotid cooperate fully without express 

instructions to do SO from a higher level. than W's, The cooperation 

of the Canadians was also a vital matter in ATWs orpinion if the plan 

w&s to succeed, and USAJ? was importuned to obtain the coordination of 
11 

the Canadians in the plan. 

The Interim Joint Plan For the Movement Control of Civil and 
12 

Military Aircraft was published by USAF on 1 March 1951, me plan 

was to become effective under a military emergency. 

The question of what constituted a military emergency was 

specifically stated as 1) a presidential proclamation to that effect, 

2) a congressional declaration of war, 3) a Htense military situation" 

An which the Commanding General of ADC would declare a state of mili- 

tary emergency, 

the continental 

tary emergencyt 

or 4) an actual attack on targets by the enemy tithin 

United States* In defining the conditions of a mibi- 

ADC was treading upon virgLn terri%ory so far as legal 

interpretation of the pkase was concerned. Especially was ADC upon 

rather &&y ground when it stated categorically that the Commanding 

General of its 0~ command had the authority t0 annOunCe that a con- 

UNCLASSIFIED 



86 
ij;:;“7lyyq~g 

dlticm existed 

ln answering a 
13 

stated that: 

which would affect all air traffic thso@oUt the lmd. 

query OII this point, the AN comrrlander, &lX?ELl TShftehea& 

the tense military situation referred to in par+ h of the h-a of the 
interim plan will be based largely on titelligence available elligence available 
to me inctfcating the extreme likelihood of -bent hostile #f im&nent hostile 
attack upon the continental United S%ates. td States. This intelligence This intelligence 
in all likelihood would not be available to the general public. ne general public. 
When inmyjudg~nent, conditions dictate the establishment of lictate the establishment of 
extraordinary precautionary measures such as the strict conkrol :t con*rol 
over air tn&+k &mea in the intera pm, 1 intend *O do so0 over air traffic outlined i.n the inte&l plan, I intend to do so0 

In the InterimPlan, the Domestic and Coastel ADLZ's previously 

established in AFR 60-22 and in CM Regulation Part 620, were to comprise 

the areas 3.~ which emergency controls were to be exercised. However, in 

addition to these ADIZts there was also to be created during an emerg#wy, 

a new Domestic ADlZ which was to include the entire area under the jmfs- 

diction of EADF, e&racing the northeastern part of the United Bates. In 

other words, the emergency controls in the Interti Plan were predicated 

upon the control of air traffic within Air Defense Identification Zones; 
14 

No mention was made of controls outside of these areas8 

Within these control areas the air division commnders were to 

direct the type of security control measures to be effected on both 

civil and tilitary aircraft, based upon the requWmsxtt;s of? the existing 

military situation. The specific operations involved were to be accc(M- 

plfshed through the CM regional administrators a& their facilities- 

The National Security Resources Board was to develop a priority listing 

of air traffic considered essential to the public 

condTtions. This priority Zist was to be used by 

the wt?tty of the air traffic to the capabilfty 

!Jp,irjr unrifled A Dr : ~~ 8 

fnteyest in emerger3cy 

the CAA in adjusting 

of the air defense 
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system to identify and control. Pending such a definitive listing, 

haTever, an interim priority list was to be prepared Ssmnediately by 

the Joint CAA-USAF Air Defense Planning Board. 

The plan did not attempt to control military aircraft involved 

in tactical operations. These operations, however, were to be coordi- 

nated with the d-* ~visimal cormnandcr concerned. Non-tactical military 

flQ$fb wwx Lo be conducted in accordance with A.FR 60-22, It was also 

noted in the plan that the division commander had the prerogative to 

exempt certain categories of aircraft from compliance with emergency 

measureso Specific restrictions under each of the conditions of alert 

(m, maow, lam%) and were to be put into effect upm notification 

by the division commander to the CAA, Within each of the ADIZ's there 

were to be designated corridors and reporting points, and these were 

itemized in detail in the plan. 

The significant feature of the Interim Plan as compared with 

the Security Control of Air Traffic Plan (SCAT) which WELS to follow 

a year later, YELS We determination to control air traffic within 

legality demarcated ADIZrs. Realizing that the ADIZ configuration in 

existence at the the of the publication of the Interim Plan would 

be changed in relatively short time by the expansion of the air defense 

system, ADC proposed to build up l;he AD12 pattern in two additional 

phases until most of tkte country would be covered with these zonesr 

This prermj_se ill the IntcriXl PlB3 fE?G immediately challenged by the 

Eastern AQ Defense Force, whl.ch rejected the proposal fcx an eventual 

nation-wide J'QXZ,, IJhich was to be applicable both to emergency as well 

UNCLASWIED 
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2x2 p=cetim cmlditions, u favor of a latent national ADZ which WouJd be 

realized piecemeal where needed during emergency COrlditiOnS- 
It ~‘823 EAJ)F's 

belief that a ~tfm-~de LIZ cw,rerage during peacetime would create an in-" 

tolerable burden on the air defense system, especially ti congested areas 1 

smh as the Northeast, !~~CJQC$I E,&Dl? did not discount the value Of desiwting 
j- 

such extensive ADLZs during peace%- h advance of an emergency, it preferrd 
i 

to make control msues athin those AJ)IZ's cont~gent upon the ?,&li-kqr reeA' 
15 

quirements of an actual emergency. Eventually, neither the ADC nor the E&IX?! 

viewpoint prevailed, as will be indicated shortly. 21 the meantime, however, 

BIDI? pointed out that if the EADF domestic AD12 was to be created during an 

emrgency, public knowledge of this fact was required, and it recommended 

thd notice of the proposed emergency AXE be incorporated 5n CM Part 620 

immediately. However, before action was taken on WF's request, the idea 

of an emergency ADIZ in the ENIF area was discarded as will 

shortly. 

be revealed 

So far as the control of electromagnetic radiations was concerned, 

the bterfm P~.,an was silent, except to state that radiations under the con- 

trol. of the Federal ComnmIcations Commission would be corWolled by the 

latter agency. Such facilities ticluded radio lLna television traulsx&bters, 

but not navigational aids such as beacons, which were controlled by the C&L 

The Interim Plan was for-&rded to the Defense FOrcxS, and cmcze 

mcme they were instmcted to provide detailed plans on a division 3evel 

in conjunction with the CAA regional administrators. Certain items in 

the Interim Plan were Immediately questIoned by the Defense Forces, FOY 

example, EADF ~ted that in the COndiMons making for a ti1itax-y emergency, 
~~~~c~~~s~~~~j~5 



no mention 1%~ mde of the possibility of an aircraft bearing the markings 

of the USSR appearing within the limits of the United States without 
16 

filing a flight pXan, This defiicicnc~ was immediately remedied by AD(: 

in the plan* WADE+, in its km, expreSsed Concern that the plan did not 

provide authority for the division commander toinitiate emergency con- 

trols short of an actual militaq emergency condition. FUDF pointed out 

that an aircraft tight be identified as hostile without having made an 

overt attack, a s%fxm,tion warranting the c~nforcement of controls by the 

division comder, AK! made it quite clear that the division commander 

had such a prerogative under the plan, but in order to avoid confusion on 

the subject, the wording of the plan was remedied to make it quite clear 
17 

in this respect, 

It will be recalled th3t the Ixterim Plan was somewhat of a sur- 

prise to the CAL In April 1951, a meeting of CAA Liaison Officers on 

duty with the Air DePe-- tiLze Command met in Chicago to discuss the plan, 

Though it 'teas understood that .ADC possessed no legal authority to order 

Tie CALL 50 take the protective meaxpcs indicated in the plan, the CAA 

officirzls agTeed %o folloyq an;; such orders that became necessary, once 

more revealing the excellent spirit of cooperation that characterized 
18 

the relations between the two agencies. A sf@.ficant feature of 

this .conference TGS the attempt of the CA& to cor&ine the Interim Plan 

and the CM plan for the control of elec-~omagnetic radiations (navi- 

gational aids) into ovle effort in the plans being drawn up by the 

divisions and the CAA regional ad.nfJxistrat,ms, ADC was amenable to 
19 

this suggestion axx2 the divisions weL-e so directed. 



Shortly after the Interim Plan was published by US4.3' it was noted 

e that the listing of corridors and deporting points in the plan was not 

definitive, and that a more accurate listing would undoubtedly reswlt from 

the divisional-CM planning, Consequently USAF directed ADZ to ignore the 

corridors mentioned in the plan and to cooperate with the CAA %n drawing 
20 

up a naOre realistic list. 

During the balance of 1951, p&nn?ng was conducted on emergency 

controls at all levels within DC. The divisions worked closely with the 

CAA regional administrators on secwLty controls and the control of navi- 

gational+ aids, while ADC and the CAA, on the3 level, reexamined the premises 

contained 5.n the Interim @ano During the latter half of 1951 another agency 

entered the picture in the form of the Civil Air Patrol. (CAP), which was en- 

dowed with certain Imrportan.t responsibilities for rescue and relief opera- 

tions in an emergency. The CAP presented ADC with its own exner=gency pkm, 

and in a test known as Operation TRI-STAm, in the ESDI? area, the feasi- 
21 

bility of the plan was revealed. Eowever , the emergency operations of 

state-controlled aircraft and the CAP moved EADF to ask the Important 

question as to what would happen Lg such an aWx+aft was suspected of 

being a hostZle by an ADC fighter pilot. i3ADF proposed that procedums 

be established in such a case to divert the aircrafi, rorce it to land, 

mound it and investigate crew and passengers, In Novmber 1951, AEC 

presented its own plan to IEeadquarters USAF for EiU@h a contingency, but 

the suggestion was pigeon-holed by higher headquarters pending more 

information on emergency measures agreed upon by the divisions and !Axz 

CM. 
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B-J the fall of 1951, ;ma;rry Of the d-iVi.SiOnd phX3 had been corn- 

pleted, =d AJJCI was quite iq&ient to test their practicability. It 

was proposed -to the CAA tha-t; an c?~te~~m hst 02 the @.an~ be conducted 

during the a November ab defense exmise. CAA, h&ever, was ioat& 

to do so LIZ view of the fax% %-XI.% imw?'%cient tine had elapsed ti order 

to yecei:ve ad cor::*ck~%e the mmy plans mitten on the local level, 

The test of the pkms was postponed, consequently, until the spring of 
23 

~9.52. 

Ikrlng the 1a-M~ ,r half 02 1951, ADC Eeadguarters, the Office 

of the Ackktistx--tar of the 2!!Ij and the JOilYC USM-rjAA Air Defense 

Pbxtning Board, wem 'uusy in an attmpt to replace the Interim plan 

with a fiml p2.a~~ fog eiyke:Cgency CCI~~BY!S~ The year 195lwas an espe- 

cially sign’ r~Ecant one in identifica"~~o~ coa-hwrersies both on a high 

level and on the untt 3eve3.. I-i-, iJY!-Y- be recalled from the chapter on 

JUXfZ’S %‘L?a% dw?lg 1951 a fQl1 scale debate +mok place 0x1 the subject 

of proper role of 3-E ADIZO s Se5~:w Zi3ADF and ABC Headquarters e Also, 

dlUd.Tlg %le lEL%+lC3~ rp3YkJ Of 1,95:i-, ,a,> Secmle ;3onvinccd that the existing 

strategy of air defeme -;7eqo:2s de~l_o;rmxat VW ineffective, and oj?iniOns 

within the Eieadp%e~s Segr~2. $0 3~3131 tomz-ds the double pertiaeter con- 

cept proposed by -&E NXL~OTIS ~~y;stzus ~m~x~won G~ou... The pmetra-t;iW 

LXppllen%S Of FmP in :zeg~,?d -to $,& 'ne~fzc-~,~~-~eness of a b-et corer- 

age of the natioza wit:~ &XYS, and the thesb of the WSEG f;h.at defa-m 

ll'!XG-b be CYXlCCY%l~Z~h~~ in ~~wx~gt&$.II~: s~:?eas, lms responsible during flhiS 

pWiUd f0lS an alF;~rd;i;i~:~ 02 A3c:'s w&y:; tfye~yds emergency control prin- 
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ciples, This change of view ms reflected in the planning for a defLtG,- 

Live security control plan for emergencies. 

The efforts which took place to d,raft the new @an weye conce?nt~t,=,&$ 
L,$ 

in the Joint Board. By the 27th of Septetier 1951, a draft was accomplis&~;$ 
+' .1 

and approved after considerable coordinating activity by &her interested. 
24 

5 

agencies, However, subsequent to the approval of the final draft by the ! 

Jok-xt Board, the @AA took exception to one portlon of the pm which pzt%e.F - 

the .AAr Defense Commanders authority to impose air trafEc control any&ere ..': 
7’ 

. 

within the continental United States, if necessary, du35ng an emergency, re-‘ 1: 

gardless of the existence in those areas of AXlIZ's. The @AA objections 

prompted that agency to dra3T-t; an alternate plan in which the contAnenta1 

United States ~8s divided into three basic types of areas for air traffic 

control purposes, i.e., ADIVs, Military Emergency Security keas (MESA*s) 
25 

and Other Areas, with varying degees of restrictions in each. 

The difference of opinion between the CM and USAE was a significant:: 

one. Whether the nation was to be bla&eted with ADIZ's, no matter w&t ._l 

part%culm name they were to be known by, was immterial. What the Air Fom* 

desired ms the right to control air traffic wherever it was required. The : 

object2on of the CAA ms that such ubiquitous authority, if exercised arbi- : 

trazily, would tend to cripple air traffic during emergency condLtions 

a;nd it proposed to limit tilitm authority to specif&c areas of the corn-- 

f-a+* The ADC view of the matter was predicated upon the principle s de- 

centralization of authori-'cy fram the ~ead~ters to the divisional level• 

tiergency air defense measures based on the principle tkmt the air divi- 

sion cornnaMer was to be the arbiter of emergency mxgxres within his 

-- 
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S&XX- l Any compromise with this principle made necessary by the 

restriction of ~m~WnCY COla-trOlS to otiy desimted areas, was m.- 

palatable to m. 

The &bama 'ax resolved eventually by tailoring the emergency 

measmcs to the pxticul~ situation as it developed in individual air 

defense GeC’GOi%~ It was this principle which emerged as the key feahre 

of & new sCC=i-bY Control of' Air paffic (SCAT) plan t&i& was published 
26 

in July 1952. 

The fundmental difference between the Interim Plan and the 

SCAT plan V&Q in the area? ti in which emergency controls were to be exer- 

cised. In the words of the standard briefing on the SCAT plan published 
27 

by ADC: 

Since WC? had gained a great deal of c:Qerience from our 
operatims with the AD12's which were desigated about a 
year before, we believed that the original concept to cover 
the major portion of the Uni-kd States with ADI!Ps should 
be Caref’d1y analyzed and, if necessary, discarded, and that 
a new approach to the problem of identification and security 
control of air traffic should Be adopted. Therefore, after 
considerable study we adopted a new concept which was based 
on providing positive 5,d.entiF.kaM.on of aircraft approaching 
the perimeters o f the Con-Enental UxLted States w%th a secon- 
dary id~~n%ifit,, -~~t~~iz capability around critical target areas 
wi~&in -ihe l,hited Staten o Reallzin~ that under this concept 
a peat -pts>r-tton of i;he 'i-hi&d States Tqould not be covered 
v:-r;h &lIZ& we believe -&a% aircraft, operating outside ADIZ's 
dxxrlng k?arnkn, l - O- m 0~ ~~U-,OW condit"lons, should also be sub- 
jected, JGo c&ain res%.ric%iOnC~ if wt2 were to employ our avail- 
abILe defenses to -t;hc *lx& advantiag;c* 

The SCAT plzfi -mdc no men-Eon of a future extension of ADIZ's 

beyond those alreadY establisked ;r 3~3 the -two re&atLons yf 1950. Even 

Gch had been created by the lkker5.n the emergency AlXZ in the EADF area wh& 

Joint Plan was dropped. 



The conditions naking for a "ra2littry emergency" in the SCAT 

plan were sbU.ar to those in the Interim plan, with the exception that 

an additional condition was interjected. A directive to be issued by 

' the JCS, based on top level intelU.ge~~e indicatj_ll3g, t&a?; a hostile air 

attack had been launched and was enr~ute to the United States was in- 

cluded as a condition, The 'tense tili..-Laxy situation" criterion in the 

Interim plan was reworded to remove any semblance of unfounded cause in 

the ADZ's comnnander's declaration of a tili-tary emergency condition. In- 

stead, .there WZLS substituted the clause that the AD2 comder ZITUS~ be 

satisfied "beyond a rleasmable doubt" that a hostile air attack on the 
28 

continen-bal United States was i.nmlnent, 

The restrictions to be tiposed on air traffic under each of 

the alert conditions (Red, Yellow, Wki.t;e) were enmerated in debi in 

the SCAT plain, whereas they had not been mentioned in the Interim Plan. 

Only in the case of a Warning WElfTE candit%on was any differentiation 

mde between aircraft which flew ~U?L-L~JI and those which flew outside of 

PSIZ’S * In a White condiit2m, Li% aircraft w&e present within an AllIZ, 

they were required to be on IFR or DWR operation, and had to be equipped 

tith a k&+way radio tuned to a eonkinu+s watch on the appropriate 

frequenciesb Traffk wi-khin the AI312 W&S to be &Justed to the cap- 

city of the air defense system by t21e CA& which was to enploy as its 

guide prfority listings grovL&d to 5.3~. FLights were to be mnfined 

to corridors designated 'by div-isfon YIELDS, and position reports would 

be n&zde as specific in those planso Local flights were to be restrfc*dy 

T%Lth provisions mde for their ready TecallQ E'lights entering the 



United States were to be cleared fir&t at designated departure points 

outside of the United States. Aircraft operating outside of AEWs 

had to be equipped w-ith a radio receiver tuned to a continuous watch 

on the appropriate frequency, or, if no radio was available in the 

aircraft, the fLi.ghts were to be confined to presortbed altitudes and 

time limits. Recall by visual means was mandatory if neither of the 

two preceding conditions were possible. 

During a REXI alert, all fLights were to be grounded everywhere 

unless previously approved by the air division commanders. All airborne 

traffic during thl -8 alert conditions was to be directed to land or 

diverted away from the point under attack. Plans for the control of 

electromagnetic radiations were to be put into force Amediately. 31 

a Warning YELLOW condition, any or all of the restrictions listed for 

condition FED were to be applkcablc. 

IJ;zze plan, signed by the Secretary of Defense and the Secretary 

of Commerce was officially issued on 1-5 July 1952. The A%r Force adopted 

it as AF.R 60-24 dated 10 September 1752, thus -Insuring that military 

aircraft came under its provisions as well. The Air Defense Co-d 

was explicitly Me responsible in the latter re$#.ation for the "further 

development and accomplis~ent" of SCAT, as the plan was generally horn. 

The plan subscribed to the premise of decentralized air defense 

operations held by ADC. The division commander was eixplicStly mde 

the aribter as to how extensive emergency controls of citil and tilitary 

aircraft were to be -- except tl-mse engaged in tactical operations. As 
29 

to the latter category of aircraft: 



~Ls owl iS lzOt a~pl.iCabLe k3 sflj,XLit~~ry aLrcraft engaged 
in tactical CpZEbtiofis d These aperatihons w;'l~l be COOT- 
dinated by @or planning with Vie Air Division Comder 
concerned SO a~ not to delay cotiat operations, 

An innovatt;ion in. U-E SCAT plti~l WELS the StLpdtion -I;hat mxler 

certain CCXditiOnS Of alert, in SpeCifiC Z3D3aS, the Air Division t&.p 

m&er could require a "secwity c2earan@e" r'ar eivj.1 a,nd. non-kdlicd. 

dljtary aircraft pn50r to take off. SUCh seCUJ?i%y cleara;nce was 

"different from and n&t0 be COnfUSed with an Crpe~tifj~~ or air 
30 

traffic clearance a " 

the pilot ix informed of the current cox&i-t;ion of alert and 
that his operation is of sufficient priority if any capacity 
restrictions are in effect, 

T'he SCAT plan was primarfly designed as a &de for the did- 

sion commanders and the CAA regigml administrators who were to prepare 

the detailed plans for emergency contm3.s~ Also, the function of the 

SCAT $Lan was to inform both civil and til5.m orga~nizations of the 

extent of the controls which were likely to be pu't; into effect during 
31 

emergency corxWtions, specificaLly, 

To supplement this pl.a-rz, det&Xed pl.yo~ @or the exercise of 
secmfty cmtrd of air traffic with- his; SeCtOr Of respon- 
sib%lity will be fomulated by the AL-r D'ftislO~~ Coyder who 
will coordinate plLng with appmpr%a'ce agencies xnc+tiing 
those of the lirined Forces md 1~~2. Cti Be$LQml Ad.rnUutrstorS- 

-r- 3 --- LD uevelspl~g the detailed plans, tlze Air Division Cmmnders 
sill take into consideration, in ad&i,tiOD to the requirements 
3f militaxT mm-taeticd. Operationsr the pecfifw requirements 
nf organized civU defense ani3, disaster relic: fli&ts, Wi- 
xiLturaL and forest-fire patmE fl&&% aI?eratlons yd athyr* 
essential c53&l. a&r opera"ciona ~0 the end Qmt maxw utillza- 

~1111 be ma&~ 
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During the latter half of 1952 the CAA and the air divisions 

continued their work to develop detailed emergency plans on their 

level l The way the plans developed caused some misgivings on the part 

of ADC because of the divergencies in their form and content. ALSO, 

it was soon apparent that the division plans contained classified in- 

formation which it would be hazardous to release indiscriminately to 

the geneml public. Farly in 1953, ADC presented to the divisions a 

standard form-t for the local plans whrch bore the title SCATEX, i.e., 

%ecurity Control of Air Traffic and Electromagnetic Radiations." 
32 

The divisions were to recast their plans according to the prescribed 

format. 

It soon became apparent, however, that the standard format it- 

self was not the answer to the troublesome question of standardization 

md security, A conference at ADC Headquarters in April 1953 concluded 

that "a majority of the plans reviewed contain policy inconsistencies 

and wide divergencies of procedure and operating detail," 
38 

It was ob- 

served that: 

If they were released in unclassified form for the b&efit of 
the general public, this co-d as a whole would be open to 
much adverse criticism from civil agencies whose cooperation 
is essential to the effective contimation of this program. 

Once more, ABC decided to attempt to solve the problem of 

standardization and security -- this time by providing the divisions 

with a new format which would be a completely reclassified basic uut- 

line plm* ADC realized, however, that it wcmld probably be necessary 

to provide supplemental infmmation and instructions to the basic plan 



In separate form t0 those agencies and facilities which would play ~J'I 

__ 

active pa.rt in the implementation of the division plans. In Septetier 

a standard classified plan was a&so amended by ADC. 

The subject matter of the division plans whLch caused most Concern 

fl?Ol?l a SecWity point of view was that which dealt with the emergency of 

tactLca1 air traffic, Under the provisions of military regulations govem- 

ing the dissemination of classified information of this nature, the CM 

authorities tgere denied such informatkon, However, it would be the CAA 

which would require this information in an emergency to implement the 

traffic control plans, To this end, ADC informed its Defense Forces, that 

if there were no other way out, AK would request an amendment of the security 
34 

regulations to permit the CM to obtain the indispensable information. 

Another troublesome problem encountered by the divisions and the 

CM in formulating their detailed -plans, was that of non-scheduled fly- 

ing D Military and air carrier traffic presented few problems because 

of the ease with which their operations offices would be contacted at 

any time to advise them of changing security restricM.ons= On the other 

hand, the nonscheduled crfvil. operator was often out of to'l;t@h wfth any 

CAA radio facility except when he was actWklLy flying. It nas this 

prublem which had originally prompted the authors of the SCAT plan to 

Encl.ude the somewhat vague provfsi~~ about "security clearaneesFf in the 

plan. men the plan was writLen, txme’ver, "it w&s thO@t that such a 

clearmcc might, not be required anywhere at all times md that it would 

sezaom, Ix ever, be required outside of ADIZ's," After more thought to 

the q~e&-im was &n.?n, however, "it now appears that the secw$ty clear- 
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35 sxux reqdrement will apply everywhere for the duration of the emergenoY-" 

Plans for implementing the security clearance requirement were 

difficult to develop in detail because of the realization that non- 

scheduled Civil opemtions during an actual emergency would be greatly 

different from those being conducted during peacetime. Certain types of 

activity might be redxed during an emergency, while new activities r&&t. 

be required to support the national defense effort, The key to the con- 

trol of this type of fd.Yi.ng activ?ty quite obviously lay in the hands 

of state flying organizations , and local airport managers. Realizing 

this fact, a meeting of CAA Liaison Officers and members of the National. 

Association Of State Aviation Officials met at Tinker Air Force &se 

early in June 1953 to stress the importance of integrating state emer- 

gency pIax wit'n those of the CAA and ADC. Procedures were established 

at the meeting fo2 making possible a closer understanding between the 

state of.ffcials and the C&I, One point which was observed at the con- 

ference was that the state officials ITere especially cheered at the 

reallz~tion that the aztxal. sestrktians wcuI..d stem from the civil CM 

or~i~~tiol Tathcr than the military. This seemed to alleviate their 

fears th.T.3-t civ5J aviation would be placed in the control, of military 

authorities, who might not Se v + ~o~iaxh of the special needs of the 
36 

civilian population, 

V 

Perhaps the most difficult topic the divisions and the CM 

regiona adM.nistrators had. to ddt with in their local. SCATER playls 

WW that of ~~ec+ixCx~gneti~ rad%3"r,bXlS o 
The problem lay nut so much 

L/ ~~~l~~ss~~~ ED 
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in turning key navigational aids off in an emergency as it did in 

trying to decide which aids were to be turned off, The problem was 

an exceedingly complicated one. At the root of the difficulty lay the 

emergency requirements of SAC, MATS, TAC, and the Navy.% These agencies 

had far flog cummitments to carry out during an emergency. Great read- 

justments would take place in their operations, aimed at reprisal or 

support of the war effort. In their greatly accelerated operations 

during an emergency, these agencies would have need for continued use 

of key navigational aids, and consequently, in order to determine which 

of these aids were to be retained in use, the CM needed detailed blue- 

prints of the precise nature of their flying activities. This informa- 

tion, however, was not as firm in the tinds of the agencies themselves 

as either ADC or CAA would have liked. To extract such informration on 

the movements of tactical aircraft i.n an emergency occasioned many nego- 

tiations between the USAF' COKREUU%S, the Navy, and DC, and resulted in 
37 

continuous revisions of the SCAT.@3 pLanso 

To render the problem even more complicated, ADC, too, developed 

elaborate plans for the em@oyment of fighter forces belonging to its 

sister USAF comds in an emergency. These augmentation forces were 

to be redeployed From their home bases in the area they were to defend. 

These augmentation plans of /DC called for aircraft to be in the air en- 

route to their operational bases at the moment an emergency was recognized- , 

To distinguish such aumentation flights, CM was notified that such 

flights wot.ild bear the prefix "NW" when their plans wera..reported to 
38 

CM facilitfes at the time of an emergency. 
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In Amst 151 HATS, SAC, TAC and AM! met In conference to 

discuss the need of precise plans. 
39 

SAC, being obliged to keep such 

emergency plans continuously up-to-date, had no diffictity i.n providti$ 

ADC with precise inform&ion, Such was not the case tith MATS and TAC 

however. T'kese latter two comds were forced to prepare such plans 

for the specific purpose* By the end of 1952, such emergency data had 
40 

been provided by these commands and passe~I by ADC to the air ditisions. 

In the Interim Joint PIan of 1951, a~ well 80 in the subsequent 

SCAT pkn, the movement of tactfcerl aircraft kd been sy>eclPicaUy ex- 

cluded from the imposition of flight restrictfons. Though ADC bad no 

grievance on this xore, it did believe, th3t unless "tactical 6perations” 

were defined specifically, the tendency would exi& for AX!% sister 

commands to enlarge the category of txctical operations to include many 

non-tactical military flights, thus defcnting the purpose of mergency 

controls. Repeated briefings to tne other USAF c cmmmds by ADC under- 

lined the danger of unrestricted til$kry operations ti an emergency, 

and USU was asked to see to it that i.t was understood that only 

csscntial milltm-y traffic wotid be imum frm flight rcstrlctiQ~8~ 

The problem of t;actical tihikry flights touched off a concc;~ted 

objection from the LIePence Forces. ARC, recognizing the LndispensaUe 

services to the war effort of unimpeded %ztctkal fLi@ts during an 

emergency favored the view that such fli&ta shad be aided by allotig 

all the navigatioml aids necessary to help them rc~~in on the air. 

Ln other words, the@ recognizing that the operating navigati.,ortal 

aids might very ~~3-7. afd the enemy, AIX: put a &llYsh?r priority cm the 

service of the electronic homers to frLendly traffic. The Defense 

‘k/T* . 

, / . a*’ 
j 1. . ‘., _i : i 1 iy 
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Forces, though recognizing the value to the w&r effort of unimpeded 

military traffic, nevertheless objected to the unqualified policy that 

navigational aids would remin operating regardless of the nature of 
42 

the tactical situation within a sector. At the root of the Defense 

Forces cibjection was the fact that there was so mch of this kind of 

traffic to g?rovide for in an emergency, WDF commented that the prc- 

plotted c5urses sf emergency tactical traffic looked like a "tangle of 

jack straws” q WADF al.60 expressed that the accelerated emergency tac- 

tical traffic would have the effect sf crippling the identification 

system, and negating the entire purpose of the SCATER plans. This was 

LzxiLy a dilemma for the dLvisian wmwwderS, who sought to keep control 

of the flow of -traffic in their owxl secbws during an emergency. AN, 

h5weveq was adamant + The polricy of giving priority to friendly traffic 
43 

in every instance was reiterated xfithout qu&ification. 

In 1953, ADC had to face a new problem associated with the con- 

trol. of milita~ air traffic in, an emergency, A survey of the division 

plans revealed that in some serious instances conflicts would arise when 

TAC, SAC, m augmentation, or MATS aircraft converged in specific areas 

en route to their emergency destinations, The allocation of priorities 

to the mxernent of such traffic would have been too presumptuous for 

ADC to handl;$by itself, and Keadqua~terx TEAF ms called upon to resolve 

the p3.3blem(l In Md-Il.954 the quest&m was still being considered at 

hi&cr levela, All such instances as they developed had the effect of 

causing the divisions to rewrite their SCAm plans -- a process which 

mm contimmus dming the period since the divisions were first directed 



to prepare local plans. 

The first major test of the division SCA!IER plans occurred 

d~iWS m's nation-wide test of the air defense system in Operation' 

TAIL KIND iz July 1953, althou local tests had been conducted in 
45 

most divisions during 1952. In these "dry-runs" certain unpalatable 

obseivations were made. It was discovered that the turning off of 

navigational aids took an excessive aznount of time, 'kis had been 

anticipated by CM and ADC as early as l$Fjl~hen a project to develop 

a remote control device which would enable officials at the 'ARTCC to 

turn off navigational aids almost insatly was undertticen. By mid- 

1954 installation of a new device was progressing rapidly under the 

efficient aegis of the CM. 

Another observation gleaned from the tests of the division @auls 

was that the time it would take to clear the air of civilian and non- 

tactical military traffic would probably be excessive. Vhere such mea- 

sures were undertaken within ADIZ"s, where all.aircraft above 4,000' 

were obliged to file flight plans, the problem was not of peat magni- 

tude, the flights being plotted in advance* But in non-ADIZ areas where 

only IFiR traffic was charted by the CM, the problem was a serious one. 

The VTR traffic therein had to be cleared from the sky. In the exercise, 

the time it would take to clear the skies of such traffic could not be 

determined because no means existed whereby such traffic could be dis- 

covered or contacted in the afrD Lacking a mean s whereby the efficacy 

of emergency procedures could be tested under realistic conditions, AK 

had to rest content in the fond hope that all of the agencies partrici- 



pating in the SCAm plans would caT$ 
out their obligations to the lettey 

in an actual emergency under peacetime conditions, 
SL f'dhfkess rehemsal 

of the SCA!I%R plans with consequent enforcement of the drastic control prc 

visions of the plz~:x, appeared to be intolerable to civilian.aviation. 



UNCLASSIFIED 

lI3BTIFICA'r.Z~~ BY ELLEC~ONICS 

In spite of the poor showing made by IFF (Identification 

Fh-iend or Foe) devices dux-ing World War If, the use of a31 electronic 

means of identification remained, in the opinion of the Air Force, a 

priiie requirement, A-t wm's end, however, new lines of investigation 

had to be undertaken in electronic research for identification in 

view of the comprotise of the Nark III IFF eqtipment during the late 

war by the loan of some five hundred sets to the Rwsims, 

In October 1948, the Joint Chiefs of Staff determined to replace 

the Mark III equ;ip?nent at the es9iest practicable da%e with a new de- 
1 

vice to be known as the Emk Xd However, in view of the fact that 

the new equipment would take several years in development md production, 
2 

it was decided to retain the Nax=k XXI set in use for training purposes, 

The Nark X equipment was to have certain advantages which were 

not present in %he older equipratent. In addition to the primary function 

of electronic identification, the Mark X was also to provide a "beacon 
3 

assist" in the track-ing and control of high speed aircraft, It would 

be capable of emitting a beacon from the aircraft using the equipnext 

which'would register on the gromd mdax l 's PPI scope to distances up 

to two hmdred tiles. This particular feature of the Bark X rendered 

it especially valuable to Vb +%e air defense system which had been plagued 

with the difficulty of "see%? its mn fighter aircraft by means of 

ground radar. Having little precedent to expect miracles of IFI? eq&p- 

u~~C!pJ&:i;L; + 1 
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ment for positive identification 0~ aircraft in flight, the air defense 

IdtS Of ADf! C&Xl be excused in eagerly anticipating t&t the adv.an+age 

of the new IFF device would lie h the field of a radar "assist' for 

fighter aircraft, rather th?kn in rldentificatifJn* 

1% Was recomized that %he tidespread we of the Mark X system 

by all USAF aircraft ad mnY oivzLl&~ aircraft would make the equipment 

vulnerable to corq$mnise in case am aircraft s0-t3quipped fel2. into the 

ha;nds of a potential enemy. k a r&miLt, efforts were taken by USAF to 

make the Mark X more secure by -the ad.dltion to the basic set of a modifi- 

cation which would provide the sys%em with the reqtired security, Tl?e 

modification, developed by the Arf_r Research and Development Command, and 

known as the Selective Identifica-t;lo Feature (STF) was put into production 
4 

and by the fall of 1953, was reebd;y for testing. In September 1953, EADF 

was chosen to test the eqtisment SLKL 31~0 hundred fighter aircraft,‘and, in 

twenty-eight ground radar stationsI By mid-1954 the process of fitttig 

the EADF fighters with the SIF devZce in preparation for the test was 

still unaemJay. me test itself as expected to last for approximately 
5 

one year. 

prior to the retrofit of -t&e E.OF test-ahwaft tith the SE? 

device, 111~st, if not all of the f~EBters in the liDC air def?Se System 

had been provided with the bas?l~~ co'lJrpozlents Of the new IF??* This basic 

Mark X eqtipment, which was opera*i* nd and readily available for use 

by the Defense Forces, caused a c ~3r-b aJXmn* Of impatience 52-i the 

Xatter, In view of the difficu2~~ es eh2erien\=ed in identification, the 

Defense E'orzes were restive a% 3& e fact that tlxz equiment cotid not be 
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employed for identification -- even in a limited capacity. AK% 

answer to requests to place the Mt;trk X in operation for identification 
8 

pwposes emphasized the lack of security in the basic device: 

This headquarters does not concur tith the tie of IFF in 
its present state as a means of identification, The present 
Mark X is limited to beacon assist only. It has been di- 
rected by USAF that the Mark X will only be used for identi- 
fication when the SIF portion is available. 

The extent to which IFF was to be used in the nation's aircraft 

presented USAF with many problems. USAF policy stated that the hrk X 

ms to be used in all USAF-controlled aircraft with the exception of 
9 

light-training aircraft and helicopters, Also, all aircraft of the 

Civil Reserve Air Fleet (CRAF), which were to be used in an emergency 

were to be equipped with basic portion of the Mark X (Group A parts). 

When danger was ianent, these aircraft were to receive their Group B 

parts, giving them a full IFF capability. All other civil aircraft were 

not to receive any IFF equipment, This decision was in line with the 

security control provisions of the SCATTER plans which lieted air traffic 

in an emergency to tactical traffic and to essential logistic flights 

only. So far as USAF tactical aircraft were concerned, the installation \ 
of an additional piece of equipment in the pilot's cockpit, such as the 

SIF device, caused much discussion. In aircraft already saturated with 

electronic equipment, such as the F-*C, the decision to include the 

,913' made it necessary to remove other equipment hitherto considered 
10 

necessary. 

me extent to which IFF was to influence identification in air 

defense, therefore, ws ~-till an unknown factor in mid-1954. Although 
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the positive advantages of IFF as a beacon assist to jet fighters was 

already proven, much to the gratification of radar Oper&tors, the role 

of IFI? in identification still awaited axt appraisal of the large-scale 

EADF experiment. In any event, my stone which promised to reveal 

benefits to identification was worth turnings 
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